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° COMPLETE WITH 
Price $2,400.00, EXPRESS OR STAKE BODY 
Scope You are looking for service, therefore, you must investigate this 144-ton truck, in order to get it. 


leteness Essential features to insure continuous service are: Large wheels (4@ inch). 


Unit Power Plant, which is removable and inter- _Absolute interchangeability of all working parts, 

changeable. which are manufactured in our own factory where 

Double Chain Drive. repair parts can be supplied on the spur of the mo- 

Chains enclosed in aluminum cases. ment. 

1 . Proper distribution of load (very little overhang Correct material and workmanship in every de- 
: ; of body back of rear axle). tail. 
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Important features as above given are found in the SANDUSKY TRUCKS onty. 


We also manufacture a 1500-pound Delivery truck. 


Sandusky Auto Parts & Motor Truck Company 


SANDUSKY, OHIO, U. S. A. 
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THE TRAFFIC WORLD AND TRAFFIC BULLETIN 


DIRECTORY OF ATTORNEYS 


AND COUNSELORS AT’ 
LAW 


PRACTICING BEFORE THE INTERSTATE 
COMMERCE COMMISSION. 

' CHICAGU, ILL. 

CHARLES CONRADIS, 30 South Market St.; 
practices before the Interstate Commerce Com- 
mission. 

JOHN B. DAISH, 1410 Security Trust bldg. ; 
Interstate Commerce cases only. 


WALTER E. McCORNACK, Suite 956 First 
National Bank blidg.; formerly attorney for 
Interstate Commerce Commission ; Counselor at 
Law. 

JAMES A. WAGONER, 1807 City Hall Square 
Bldg.; specializing Interstate Commerce Cases. 


CINCINNATI, OHIO. 

LITTLEFORD, JAMES, BALLARD & 
FROST, 1002-3-4-5 First National Bank bldg. 
Mr. E. E. Williamson associated on traffic mat- 
ters. 

NEW YORK. 

RICHARD J. DONOVAN, 170 Broadway; 
Counselor at Law; Preparation of cases and 
trials of cases before the Interstate Commerce 
Commission a specialty; Experts on railroad 
taniffs furnished ; @orrespondence invited. 

SHREVEPORT, LA. 


EMERSON BENTLEY, 224 First National Bank 
bldg.; Attorney at Law; Special attention to 


commerce practice before the Interstate Com- 
merce Commission and Railroad Commission 
of Louisiana. 


ST. LOUIS, MO. 


H. R. SMALL, 1605-14 Pierce bldg.; practices 
before the Interstate Commerce Commission. 
BELT & GRAVES, Attorneys at Law, 810 
814 Times bldg.; practice before Interstate 

Commerce Commission and all Courts. 


WASHINGTON, D. C. 


CHARLES CONRADIS, 506-7-8-9-10 Colorado 
bldg.; practices before the Interstate Commerce 
Commission and all Courts. 


JOHN B. DAISH, 602-606 Mibbs bidg.; Inter- 
state Commerce cases only. 


WADE H. ELLIS, 504-512 Southern Bldg. In- 


terstate commerce cases. 


ARTHUR B. HAYES, Attorney at Law, Colo 
rado bldg.; former member of the Department 
of Justice as Soktitor of Internal Revenue; In- 
terstate Commerce litigation a specialty. 


LITTLEFORD, JAMES, BALLARD & 
FROST, 805-6-7-8 Westory bldg. Mr. E. E. 
Williamson associated on traffic matters. 


JEAN PAUL MULLER, Corcoran bldg. (for- 
merly with I. C. C. and Dept. of Justice as Ex- 
pert Acct. amd Spcl. Asst U. S. Atty.). Spe 
cialty: Financial and Operating Analyses, Cost 
of Service Tests and Comparisons in Interstate 
and Intrastate Rate Litigation. 













WHEN YOU WANT 


RATE COMPILATIONS OR COMPARISONS, 
COPIES OF TARIFFS, COMPLAINTS, ORDERS, ETC., 
TRANSCRIPTS OR VERBATIM REPORTS OF 
HEARINGS, ARGUMENTS OR ORDERS, 

OR ANY OTHER SPECIAL SERVICE 


WASHINGTON 


WRITE 


THE TRAFFIC SERVICE BUREAU 
COLORADO BUILDING, WASHINGTON, D. C. 





30 SO. MARKET ST., CHICAGO 
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The LONG and 
SHORT of It 


These two pictures show two 
different “Revolvators” with 
the same man operating them. 
We can supply you with a short 
“Revolvator” or Portable Tier- 
ing Machine for stacking ma- 
terial in low-ceiling rooms, load- 
ing box cars, etc., or one high 
enough to elevate loads to the 
second floor. “Revolvators” 
are scientifically designed, will 
not tip over, thoroughly guaran- 
teed and will cut the cost of hand- 
ling material seventy-five per 
cent in your factory. 

Send today for book on, T. W., 
“Saving Time, Money and Space,” 
and find out why the Revolving 
Base is such a radical improve- 
ment. 


N.S: “yore Portable Elevator Co. 


364 Garfield Avenue, Jersey City, N. J..U. S.A. i34 





































Sell The OIL TRADE 


Some 1,100 Independent Oil Jobbers and 
Refiners and nearly 10,000 Oil Producers in 
this country are Constantly in the market for 





Steel Tanks Tank Cars 
Pipe Boilers 
Hose Steam and 
Hose Couplings Gas Engines 
Beiting Chemicals 


You can reach this big and growing market 
ONLY through 


The National Petroleum News 


Representing Independent Oil Men 
Rose Building Cleveland, Ohio 


Employ it as YOUR Salesman. Write Us. 
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TRADE MARK 


Practical Traffic Work 


Underlying Principles of Rate Making, Rate Adjust- 
ment, Classifications, Divisions, etc., fully and com- 
pletely analyzed and taught. 

Practical Instruction given in the construction of all 
types and varieties of Tariffs, Tariff Supplements, Rules 
and Regulations, Exceptions, Termimal Charges, De- 
murrage, etc., etc. 

Tariff Compiling. Rate Quotation, Claims, Routing, 
Solicitation and many other subjects thoroughly cov- 
ered and of great value in the everyday problems and 
duties of the 


TRAFFIC MAN. 


‘Write for our Free Booklet, ‘‘Opportunity Via the 
Traffic Route,’’ and full information concerning our 
specialized course of instruction by 
correspondence in Freight Traffic Work. 


» National Traffic College 
10 So. La Salle Street 
Chicago, Ill. Dept. A. 






































PRINTING 


of such class as will 
attract attention 


E will gladly suggest, plan or 
compile folders, booklets or any 
printing required at reasonable cost. 
Estimates cheerfully furnished. Write 
us regarding any of your requirements 
in our line when next in need. We 
have night and day service — linotype 
and monotype composing machines — 
full up-to-date bindery and printing 
equipment. 


The Blakely Printing Co. 
30 So. Market St., CHICAGO 
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The Right Location of Industries 


OST active commercial organizations now maintain continuous 
M campaigns to increase the industrial and commercial activity 

of their districts through the establishment of new factories. 
Various methods are employed and there is strong competition for 
supremacy among different associations. In these campaigns the 
special advantages of the cities bidding for new industries are urged. 
In some instances investment companies have been organized to 
extend financial aid to manufacturing firms to induce them to change 
the location of their plants. This financial aid may take the form of 
a guaranty of credit at a local bank or involve the purchase of shares 
of stock of the manufacturing company. Other special assistance is 
tendered, such as improved quarters. Some associations have or- 
ganized companies to construct buildings to house a number of 
industries, while others maintain a fund for the construction of sep- 
arate buildings for individual industries, the new firms being allowed 
from 5 to 10 years to pay for and become the owners of the property. 
Several organizations maintain comprehensive records of all available 
industrial property, and in one instance an association has purchased 
a large tract of land for factory sites. As the small plant of to-day 
can be made the large plant of to-morrow, with a consequent increase 
of pay roll and output, a few associations also direct their efforts to 
building up existing local enterprises. To further this object sig- 
nificant figures indicating possibilities for trade in certain lines of 
manufacture are compiled, guarantee funds are collected, and indi- 
vidual business men are induced to invest capital—From U. S. Dept. 
of Commerce and Labor Report on Commercial Organizations. 
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Wells Fargo & Company Express 


CARRIERS AND FORWARDERS TO ALL FOREIGN 
COUNTRIES | 


Low rates on export or import shipments by freight or express quoted 
on application 


Through Bills of Lading Issued 





Wells Fargo & Company maintains unequaled Customs Brok- 
erage departments at New York, Chicago, New Orleans, Laredo, 
El Paso, Seattle and San Francisco. 

Wells Fargo & Company also maintains exclusive offices and 
responsible correspondents at London, Liverpool, Paris, Ham- 
burgiand other important shipping centers throughout the world. 





MONEY ORDERS 
AND 


TRAVELERS LHECKS 


Payable Throughout the World 
Money Paid by Telegraph 


Our own Service is maintained throughout United States, Mexico, 
Hawaii, Alaska and the Yukon 


A valuable book of foreign shipping instructions will be sent to any address 
on application to 


D. G. MELLOR, Foreign Traffic Manager 

51 Broadway 
39 No. Dearborn St. NEW YORK 81-89 Second St. 
CHICAGO SAN FRANCISCO 
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A daily and weekly publication designed to fulfill the needs of 
shippers, carriers, lawyers and all others who desire to keep 
abreast with the developments in the traffic world. 


Weekly Edition issued every Saturday by 
THE TRAFFIC SERVICE BUREAU 
at Chicago, Il. 
Copyright, 1912, by The Traffic Service Bureau. 
ISSUED IN TWO PARTS—PART ONE 
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A new angle appears to be coming into view in 
the car shortage situation. A statement has just 
been published that railroad officials are complain. 
ing of the over-zeal of the 31 inspectors attached 
to the Interstate Commerce Commission in send- 
ing much-needed cars to the shop for repairs, though 
they may be in condition to carry a load with a rea- 
sonable prospect of safe arrival at destination and 
without inflicting injury upon trainmen or others. 
It is stated that the average number of points upon 
which an inspector can get in his work is about 125 
and for failure in any one the car may be sent to 
the shop. Railroad men think some of these repairs 
may be made without cutting out the car from the 
train, thereby avoiding much delay and expense. 
No one in these days is going to advocate the opera- 
tion of a car that is unfit to run, but it is quite pos- 
sible that among these inspéctors are some who 
are at times a bit more particular as to technicali- 
ties than seems desirable in times of shortage. If 
so, it is one of the inevitable features of applying 
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a general rule or a general order to varying ia@ivid- 
ualities. It is the same manifestation that occurs 
when the policeman arrests the man who for the in- 
stant is technically in the wrong and lets ge the 
man who is, for the moment, only technically im the 
right. No system of eugenics has yet been devised 
which will make judgment and intelligence imnate. 
There is, however, little reason to suppose that 
over-inspection is an important element in the pto- 
duction of the advancing car shortage. 








ONE OLD WOODEN BARREL. 

Answers to the question: “What becomes ef eld 
barrels?” will henceforth have to include seme 
statement to the effect that they sometimes serve 
the purpose of reducing freight rates. Probably this 
would not account for very many, since it may be 
assumed that a barrel having been found capable of 
serving this remunerative purpose would be as eare- 
fully cherished as are female wolves in a lecality 
where a bounty on wolf scalps is in force. For- 
merly it was supposed—at least in New Eagiand 
some forty years ago—that most of them served 
their final purpose as the small boy’s “skipper” or 
“scooter,” the name depending on whether six staves 
or one went to the make-up of the coasting device 
which was wont to take the aforesaid smafl boy 
over snow-crust covered fields and fences at light- 
ning speed and with as little gubernatorial restraint 
as characterizes the average motorcycle rider on 
a city street. But this is a reminiscent wandering 
from the subject. 

It was incidentally related in the issue of The 
Traffic World of October 5 that the chairman of 
the Western Classification Committee, in the course 
of his exhaustive researches into the customs of 
shippers in the matter of mixing cargoes judicious- 
ly, has found it possible for a shipper to save several 
dollars in the freight charges on a carload of mer- 
chandise, by the simple expedient of introducing in- 
to the mixture “one old wooden barrel,” worth, in 
good condition, about 20 cents. Properly bestowed 
in a car and in a judicious selection of articles tak- 
ing a higher rate, it appears that “one old weoden 
barrel” may be made by saving expense to yield 
a return of over twenty dollars on a single trip, and 
we are not informed that the efficiency of the bar- 
rel for subsequent trips is materially impaired. If 
it ‘were, it would be an aggravated case of reugh- 
handling. 

In one instance cited by Mr. Fyfe, which, he as- 
sures us, is only one of hundreds and possibly thou- 
sands of instances, and to which he adds that there 
are very many other objects which will serve the 
purpose quite as well in case one old woodes bar- 
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rel is not available, the shipment included a mix- 
ture of paper tags, mustard seed, millet seed, bird 
seed, printers’ ink and “one old wooden barrel.” 
Of course, to the initiated, the mixture will be rec- 
ognized as a natural one. But the ink happens to be 
rated at fourth class with a 30,000-pound minimum, 
and this would be the proper rating for the carload. 
The introduction of the barrel into the shipment 
made it possible to obtain a rate of 20 per cent less 
than third-class on the basis of a carload minimum 
of 10,000 pounds. The happy thought resulting in 
the production of one old wooden barrel netted the 
thinker thereof $12.88 in saving of charges on the 
shipment. 

It may be noted in passing that in its frequent 
upholding of traffic as a profession The Traffic 
World has never entered on its tentative curricu- 
lum any course that would tend to make the student 
expert in this line of work, nor even referred to it 
as a desirable branch of study. 

There is a variety of other cases mentioned by 
Mr. Fyfe, in which, as before intimated, there is 
no special requirement that one old wooden barrel 
shall be at hand. The unostentatious inclusion of 
a wheelbarrow in a carload of hardware, electrical 
and other machinery, clothing, books, etc., may 
serve a similar purpose; an empty wooden packing 
box in a carload of machinery will help some on 
charges; and a few harmless, necessary clothespins 
cattily concealed in a shipment may make the tem- 
porary value of the pins much more than the re 
tail value and not at all interfere with the collection 
of the regular wholesale price by the shipper. 

It was the intention to confine this matter of seri- 
ous consideration to one old wooden barrel; but 
the infinite variety suggested by any consideration 
of Rule 6-B has a tendency to lead one astray. So, 
without desiring in any way to “bear” the stocks of 
barrel-producing or barrel-handling concerns, it is 
to be hoped that eventually some order may be 
brought of the chaos of the various classifications, 
and, even if absolute uniformity of classification is 
not possible, that at least they may be simplified to 
an extent such as plainly to indicate to any prospec- 
tive shipper whether he would do well to save his 
barrels and thus avoid discrimination against 
him, if he had destroyed them, and in favor of his 
neighbor who thoughtfully stored them in the cellar 

ASKED TO SET ASIDE ORDER. 


The railroads concerned have asked the Commerce 
Court to set aside the order made by the Commission 
in the complaint of the Bowling Green (Ky.) Business 
Association, the aim of which was to give Bowling Green 
lower in and out rates and remove discriminations charged 
against the carriers. 
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LEADERS IN TRAFFIC 


With the view of assisting traffic officials in becoming 
better acquainted with each other, it is the intention of 
THE TRAFFIC WORLD to publish from time to time 
portraits and brief biographical sketches of prominent 
traffic men—traffic managers of industrial concerns, ralil- 
way officials, commerce attorneys and officers of trans- 
portation organizations. Since, also, many’ of those hold- 
ing the most responsible positions in this field have by 
their own efforts and ability risen from very humbie 
beginnings, the result as shown in the sketches should 
serve as encouragement for many who are only just now 
entering upon the edges of the field. 


EE 


THOMAS CONLON. 

Thomas Conlon, until recently president of the To 
ledo Transportation Club, was born in Worcester, Mass.. 
Nov. 7, 1858, and moved to Toledo in 1865. He entered 
the service of the old Canada Southern Railroad, now a 





THOMAS CONLON, 
Formerly President Toledo Transportation Club. 


part of the Michigan Central, in 1873, and as a reward 
for diligent service was advanced in 1881 to the position 
of general live stock and produce agent. The title was 
subsequently changed, more than the duties of the posi 
tion, and he has since been known as traveling freight 
agent of the Michigan Central. His high standing among 
his railway associates is evidenced by the fact that he 
held the position of president of the Transportation Club 
for two years, having been first elected in May, 1910. 
At the time of his election the membership of the club 
was 190, and at the time of his retirement from office 
there were 255 in the membership. 


J. N. Githens has been appointed freight traffic man- 
ager of the Missouri Pacific and St. Louis, Iron Moun- 
tain & Southern, vice B. M. Flippin, resigned. 
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MARKET BASKET RATES 


The post office officials who have 
in hand the preparation of plans for 
the parcels post system as affecting 
large centers of urban population are 
proposing a short-hauling proposition 
which to the average transportation 
official would look like suicide. They 
are proposing to establish some sort 
of “market basket rates” that will 
enable the farmer and the consumer 
in this city to deal directly with each 

other without the intervention of either a commission mai 
or any of the present methods or means of transportation. 

The proposition, in crude form, is that the Post Office 
Department shall undertake to carry a market basket 
weighing, with contents, not more than 20 or 25 pounds, 
from point of origin on a rural free delivery route radiat- 
ing from a given city or town to a destination within 
the free delivery limits of the home office of the rural 
route at a rate of five cents for the first pound and one 
eent for each additional pound or part of a pound. 

Stated in another way, they propose to haul straight 
or mixed shipments of dressed meats and vegetables, if 
100 pounds of such freight is going to one or four con- 
signees, at a rate of $1.16 ner hundred and to give express 
service on it, for distances running as high as 15 or 20 
miles. 

That is a prospective development of the parcels post 
system that is just coming to the front. It is the one 
with which the politicians would conjure, because it is 
aimed directly at the high cost of living. No one has 
the slightest idea of how the thing would work out. N» 
body has thought of such a thing being a possibility, be 
cause the ordinary impression is that the parcels post 
law limits the package to 11 pounds, but that is not 
the fact. The law specifically authorizes the postmaster: 
general, with the consent of the Interstate Commerce 
Commission, to vary the weights and the rates. 

That authorization means that if a successful scheme 
is ever worked out the government will be a competitor 
with the railroads of the country in supplying those who 
live in cities with supplies of food. 


At present, according to B. F. Yoakum and others 
who have given the matter attention, about 58 per cent 
of what the city dweller pays for food goes into the 
hands of those who handle it in the progress from the 
farm to the kitchen. That includes freight, storage, re- 
tailing and delivering, each of which, with perhaps the 
cost of hauling in freight or express cars, is an expensive 
operation. 

It is figured that the average farmer must sell the 
good fat hen, which retails in a city at from 80 cents to 
a dollar, for not more than 50 cents, and probably have 
to bring it to the city to get that much for her. Assum- 
ing that there will be some way for the farmer with the 
fat hen to get into touch with the man who wants her, 
the post office officials calculate that the farmer will be 
willing to part with her for 50 or 52 cents, so that the 
cost delivered to the city man’s door will be, if there 
is nothing else in the package, five cents for the first pound 
and three cents for the additional three, making eight in 
all, or a total cost of not more than 60 cents. 

But no one has figured how much in the way of 
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additional wagons and men the Post Offiee Department 
will need to make delivery of such pieces of mail. That 
is why the trial, when the plans have been worked out, 
will be made in small cities instead of im large ones. 
Nearly every small city is blessed with a telephone sys- 
tem that extends into the country as far as the rural 
free delivery routes run. That is not the fact with regard 
to the city telephone system. The telephone wires along 
the rural free delivery routes mean that the city folks 
can call up any farmer along the line and dicker for 
butter, eggs, or anything else the farmer may have to 
sell and arrange for its delivery by parcels post. At 
present there is a good deal of that kind of dickering. 
but the trading goes on between the farmer and the 
retail merchant in the small city, with the rural mail 
carrier no factor in the deal at all. The. individuai con- 
sumer and the producer cannot arrange deals, because 
the cost of delivery too often is prohibitive. 


Such a system, if successful, would cut down on 
refrigerated and ventilated freight carried from the big 
markets like Chicago and make it harder for the big 
dealers to collect the carloads of eggs they put into cold 
storage, for there would always be competition between 
the dealer and the consumer for the small quantities the 
producer would have to sell. 

The big question will be that of credit. Sending 
money by mail is too expensive, and any eollect-on-de- 
livery scheme would have the same drawback. That 
may be the feature that will save the express companies 
and the railroads from the inroads of a competition that 
would be felt, probably, more at the end of five than at 
the end of one year, because, while it would be a novelty 
to market by mail, there is no such acquaintance be- 
tween producer and consumer as would produce a big 
volume of business instantly only to have it die out as 
the novelty wore off. 


No railroad or express company could undertake busi- 
ness of that kind. The Postoffice Department can under- 
take it because terminal costs are never considered in 
any of its operations. Five cents for the first pound 
may be a rudimentary stab at getting some part of what 
the traffic man would call the terminal cost. 


Assuming that the average rural free delivery carrier 
would bring in twenty-five packages averaging fifteen 
pounds each day, the income would be $4.75, which would 
more than cover the cost of employing the carrier, who, 
under the present arrangement, is a convenience for the 
farmer that does not bring in near money enough to pay 
for the service. 


If the government employed the parcel delivery serv- 
ice to be found in every city it would cost an average 
of eight cents to make the delivery in the city, or exactly 
$2, leaving a profit of $2.75 for carrying 375 pounds on 
the rural route. Assuming that every consignee sent a 
check to cover each of the twenty-five packages, the gov- 
ernment would derive 50 cents from the sale of two-cent 
stamps, making a total income from the operation, if the 
orders were given by telephone, of $5.25. If it were possible 
to send the packages by express, the express company 
income on the same business would be about $10. There 
would be no pick-up expense. It is imagined that if the 
market basket rates are put into effect, the farmer will 
have to carry his bundles to the boxes where the rural 
carriers collect and deliver mail, which, in some in- 
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stamees, is near and in others a quarter of a mile from 
the home of the farmer. 

Ap alternative plan that has been discussed is that 
of having such packages held at the city post office for 
delivery upon call by the consignee, who would be ex- 
pected to know he had a parcel coming and to visit the 
post office in time to get the chicken before consignment 
to the garbage barrel became a matter of sanitary neces- 
sity. Such a plan as that would put the cost of city 
delivery upon the consumer, making the city man a bearer 
of burdens, even as the commuter now is. A. E. H. 


Suspends Heater Charges 





By order entered October 8, Investigation and Sus- 
pension Docket No. 168, the Interstate Commerce Com- 
mission suspended until Feb. 12, 1913, the following tariffs: 

Bangor & Aroostook Railroad Tariff I C. C. 989, 
effective Oct. 15, 1912; 

Boston & Maine Railroad Tariff I. C. C. No. A-576, 
effective Nov. 1, 1912; 

Canadian Pacific Railway Tariff I. C. C. No. E-1489, 
effective Oct. 15, 1912, and 

Maine Central Railroad Tariff I. C. C. No. C-1321, 
effective Oct. 15, 1912. 

The tariffs above mentioned, which have been sus- 
pended, contain rules, regulations and charges covering 
heater car service for the transportation of potatoes and 
other perishable freight from points in New England to 
numerous destinations in New England and other territory. 

The tariffs which have been suspended advance, by 
amounts ranging from two-thirds of a cent to 1 1-6 cents 
per 100 pounds, the charges for the use of heater cars 
in connection with shipments of potatoes, apples and other 
perishable freight; they advance the minimum charge 
per car, by amounts ranging from $2 to $4.20, and make 
certain other changes which result in advances in the 
charge for this service. 

It should be understood that the advances which have 
been suspended do not apply to the charges for trans- 


portation proper, but only to the charges for the use of 
heater ears. 


The State Commissions 





The following call for the Twenty-Fourth Annual Con- 
vention of the National Association of Railway Commis- 
sioners has just been issued: 

The next annual convention of the National Associa- 
tion of Railway Commissioners will convene in the hear- 
ing room of the Interstate Commerce Commission, in 
the city of Washington, D. C., on Tuesday, Nov. 19, 1912, 
atlla.m,. The session of the convention held in October, 
1911, continued for a period of four days. At the last 
meeting of the executive committee, it was decided to urge 
the members of the association to endeavor to so arrange 
their business as to remain a sufficiently long time to 
give thorough and careful consideration to the many 
important topics which will be considered, It is urged 
upon the chairmen of the various committees that the re- 
ports be completed at the earliest possible date, and trans- 
mitted to W. H. Connolly, chief clerk of the Interstate Com- 
merce Commission, who is our secretary, in order that he 
may have the same printed and circulated among the mem- 
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bers. The reports should be in his hands not later than 
October 1 next. 

Committee chairmen will confer a special favor upon 
the president, and earn a lasting credit for themselves, 
by assisting to make it possible to have all reports 
printed. It is suggested that reports be prepared in mani- 
fold form and copy sent to each member of your com- 
mittee, with the request that he authorize you to sign 
his name to the official report. Committee members will 
please reply promptly. 

It will be at once recognized that if the members 
in attendance have had opportunity to read and study 
the various reports, they are in much better position 
to intelligently discuss the same. At the suggestion of 
the executive committee, the program will provide in 
the order of business for a special topic, namely: “Methods 
and practices of commissions in the handling of the 
various questions which come before them, and disposing 
of matters and cases.” “Not what they have done, but how 
they do it.” Each commission represented at the meeting 
is requested to have one of its members prepared to treat 
the subject concisely and briefly. 

These annual conventions have long ceased to have 
any feature of the “junket,” but instead. are decidedly 
educational, offering abundant opportunity for every mem- 
ber in attendance, and the public he serves, to be amply 
repaid for the time devoted and the expense attached. 
It is the earnest hope of the president that every public 
service regulating body will have its full membership 
present. Cc. F. STAPLES, 

President. 
LAURENCE B. FINN, 
Chairman, Executive Commitete. 
WM. H. CONNOLLY, 
Secretary. 

Dated at St. Paul, Minn., Sept. 21, 1912. 

The committees to report are as follows: 

1. Executive. 

2. Car Service and Demurrage. 

3. Delays Attendant Upon Enforcing Orders of Rail- 
way Commissions, 

4. Grade Crossings and Trespassing on Railroads. 

5. Legislation. 

6. Railroad Taxes and Plans for Ascertaining Fair 
Valuation of Railroad Property. 

7. Rates and Rate Making. 

8. Railway Capitalization. 

9. Statistics and Accounts. 

10. Safety Appliances. 

11. Telephone and Telegraph Rates and Service. 

12. Uniform Classification and Simplification of 
Tariffs. 

13. Accounts and Statistics of Electric Railways. 

14: Amendment of Act to Regulate Commerce, 

15. Express Rates and Express Service. 

16. Power, Duties and Work of State Railway Com- 
missions. 

17. Railway Service and Railway Accommodations. 

18. Shippers’ Claims. 

19. Rails and Equipment. 


T. J. Cumming has been appointed traveling freight 
agent, Georgia Southern & Florida Railway, with head- 
quarters at Cordele, Ga., vice P. O. Lee, assigned to other 
duties. H. C. Montague has been appointed soliciting 
freight agent, Tampa, Fla. Mr. Montague will report to 
J. W. White, commercial agent, Tampa, Fla. 
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EXPRESS HEARING BEGINS 


Opening Session Develops That Express Com- 
panies Will Not Submit Quietly to 
Reduction of Revenue 


THE TRAFFIC SERVICE NEWS BUREAU, 
COLORADO BUILDING, WASHINGTON, D. C. 





Any idea, impression or notion that the express com- 
panies proposed accepting the reductions in their rates 
proposed by the Interstate Commerce Commission in its 
tentative order of last July was killed during the first 
minute of the resumed hearing on Wednesday, October 9, 
on rates, rules, regulations and practices of that class of 
common carriers. Any notion that the railroad companies 
might consent, without a fight, to the extinction of the 
express companies, thereby compelling them to take over 
the parcel business and perform it themselves without 
the agency of the present express companies, disappeared 
in about five minutes, because practically every railroad 
system entered its appearance as an intervener, the big 
exception being the Pennsylvania system, but George 
Stuart Patterson, the commerce attorney for the Pennsyl- 
vania Railroad, was among the crowd that filled the hear- 
ing room of the Commission to more than its capacity 
for comfort. 


The Commissioners, apparently, were not prepared for 
the action of the railroad companies. Commissioner Lane, 
catching at a hint dropped by S. D. Bledso, who appeared 
for the Atchison, asked if he had heard correctly that 
there had been a conference of the railroads and the 
express companies in which it had been agreed that the 
railroad companies should, at this late day, ask to be 
heard by the submission of testimony. Mr. Bledso did 
not directly answer the question, but he said there had 
been conferences at which some of the railroad companies 
had decided to file intervention petitions. Mr. Bledso 
said that, while some of the railroad companies had 
offered some testimony at the first hearing, they never 
understood that the investigation would result in the fix- 
ing of definite rates which any railroad could attack. 

T. J. Norton of the same company said that what 
he had read in THE Trarric Wor.pD as to the burden of 
complaints against the express companies had much more 
to do with their rules and practices than their rates. 
Commissioner Lane controverted that by saying that the 
railroads must have known that the reasonableness of the 
rates was under attack, else they could not have put in 
the testimony they did offer. 

“Yes, but this is the first time the railroads have 
had an opportunity to make a specific attack upon rates 
proposed for the express companies,” said Mr. Bledso, 
“because the rates proposed by the Commission show 
how great losses they would have to suffer in their 
revenues.” 

Judging from the questions of Chairman Prouty and 
Commissioner Lane, they are opposed to allowing the 
railroads to come in at this time with testimony tending 
to show the reasonableness of the rates, even on the 
ground asserted by E. C. Lindley of the Great Northern 
and Northern Pacific, both railroad and express com- 
panies. Mr, Bledso and Mr. Norton said that application 
of the rates proposed by the Commission would result in 
absolute confiscation of the part of the railroad companies’ 
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property devoted to the express service, Mr. Biedso 
argued that, aside from the absolute right of the railroad 
companies to intervene, the questions involved are so great 
that he supposed the Commission would be eager to get 
the light that might be shed on them by the testimony 
the railroad companies might desire to introduce. 

Walker D. Hines, for the five big express companies, 
at the suggestion of Chairman Prouty, made a long state- 
ment as to the views of the express companies in which 
the fact that caught the ear of most of those present more 
emphatically than anything else was that the loss to the 
express companies would be something more than $27,- 
203,000. The loss to the Adams would be $6,300000; the 
American, $7,000,000, the Southern $2,900,000, the United 
States, $4,000,100, and Wells, Fargo & Co., $6,700,000. 
The losses in percentages would be, Adams, 28.20; Ameri- 
can, 24.57; Southern, 29.10; United States, 25.6, and Wells, 
Fargo & Co., 29.1. These losses would be on merchandise 
transportation revenues wholly confined to one-line hauls, 
the losses on inter-line hauls being, it was estimated, 
somewhat higher. 

The estimated losses on all business, Mr. Himes said, 
ran from 7 to 20 per cent. 

Before going into the question of losses, Mr. Hines 
told in detail what the express companies have done in the 
way of receipts, waybills and amending rules to meet the 
views of the Commission and what they propose farther 
to do. 

“This is all in accordance with the understandings 
reached in the conferences between the express companies 
and myself?” asked Mr. Lane, and Mr. Hines said it was. 

“Then the real question in controversy,’ said the 
chairman, “is as to the rates,’ and to that Mr. Hines gave 
a qualified assent, setting forth the fact that the com- 
panies had not received the corrected rates until Sep- 
tember 23. Mr. Lane interrogatively suggested that what 
Mr. Hines called the corrected rates were obvious typo- 
graphical errors which did not make it impossible for the 
express companies to proceed with estimates as to the 
effect of the proposed rates upon the business of the 
companies, but Mr. Hines persisted in referring to the 
corrections made in the typography of the original order 
as the corrected rates upon which alone the companies 
could safely proceed with their estimates of the effect of 
their becoming effective. 


Mr. Hines said that as to the method of stating the 
rates, by the zone system, two phases were presented. 
One involves incidental losses from the reduction of the 
higher rates of each zone in which all points have the 
same rates to the rate of the typical point in the common 
point territory, and the other, the reductions resulting 
from the method of constructing rates brought forward 
by the Commission. 


As to the principle of stating rates in a simplified 
form, Mr. Hines said the express companies accept it. 
It was at that point that Chairman Prouty made his 
suggestion that the only question is as to the sufficiency 
of the rates proposed by the Commission. 


The estimated losses were made by assembling the 
business of each company for a day and then applying 
the proposed rates. Mr. Prouty wanted to know to what 
percentage of the total business the test was applied, but 
Mr. Hines could answer only as to the Adams, in which 
49 per cent of the business was subjected to the test. 
The test was applied to the business of Oct. 18, 1911, by 
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the Adams; Aug. 1, 1912, by the American; Nov. 15, 1911, 
by the Southern; different days for March, 1912, by the 
United States, and by Wells, Fargo & Co., one day in 
each month for 1911, the test being operated in such a 
way that it would fall twice upon each working day of 
the week. 

The result, stated in cents per one dollar of revenue, 
is as follows: Adams, an operating profit of 3.14 cents 
turned into a deficit of 6.5 cents; American, 3.63 cents 
converted into a deficit of 4.97 cents; Southern, 7.65 con- 
verted into a deficit of .0626 cent; United States, from 
1.22 cents to a deficit of 12.71 cents; Wells, Fargo & Co., 
6.18 cents to a deficit of 4.47 cents, the total money loss 
being $27,203,000, of which one-half would be borne by 
the railroads. The result would be the conversion of 
3.84 cents retained out of every dollar of revenue into 
a deficit of 5.87 cents. 

Mr. Hines said that the express companies beiieve 
they could not get the benefit of the increases they would 
be allowed to make under the rates proposed by ‘he 
Commission because of competitive conditions. He said 
the estimates must necessarily be fragmentary, because 
the eorreeted rates were not received until September 23. 

Taking up the report of the Commission in the ex- 
press rate matter, he said that the Commission estimated 
that the addition of one cent to each package would re- 
sult in a $3,000,000 increase in the revenues of the ex- 
press eompanies; the proposed changes, the express com- 
panies estimate, would result in a loss of 11 cents on 
each package, or a reduction of the revenues by $33,000,- 
000, or $6,000,000 more than estimated by the tests the 
companies have made to their business. 

“The express ‘companies believe,” said Mr. Hines, 
“that if the railroads were doing the parcel business them- 
selves, they would be entitled to charge higher rates than 
the express companies are receiving. The Commission 
holds that an express company should not receive more 
than the railroad on which it is operating would be en- 
titled to receive. Application of that rule would give the 
express eompanies higher rates. 

“Application of that rule is something that can be 
made, and the express companies believe it should be 
done, so the public, the Commission, the railroads and 
the express companies may have accurate information on 
the subject.” 

He eriticised the assumption of the Commission that 
20 cents is a charge great enough to cover the cost of 
handling a package. He said it is obvious that 100 one- 
pound packages would use up more car space than one 
100-pound package, and that the cost of handling the 100 
packages would be greater. He gently derided the rate 
eonstruction scheme used by the Commission, which he 
said is that of ascertaining the cost of handling a 100- 
pound package and then applying one-hundredth of that 
to a one-pound package, after the imposition of the 20- 
cent handling charge. He claimed that it is an attempt 
on the part of the Commission to apply a mathematical 
formula to rate construction, something, he said, the Act 
to regulate commerce neither commands nor permits. 
He argued that the express companies should not be 
singled out, as he put it, for the experiment, especially 
in view of the probability, nay, the certainty, that the 
inauguration of the parcels post system will revolutionize 
the package carrying business. He said that if the low 
rates on small packages for short hauls commanded in 
the pareels post law are put into effect the express com- 
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panies will lose a large volume of business. In view o! 
these things, he suggested that no order reducing rates 
should be made effective until after the first of the year 
when the parcels post law goes into effect. 

E. C. Lindley, on behalf of the cOmpanies mentioned, 
said that he proposed speaking for railroad companies 
that perform the parcel-carrying part of their duty by 
means of express companies owned by them, and there 
fore informed to tell about the cost under the rule iaid 
down by the Commission that an express company shouwld 
not be allowed to charge more than a railroad pevforniing 
the work for itself would be allowed to charge. Applying 
the rules for the allotment and division of capital, ex- 
penses and earnings used in the Minnesota rate case, 
which he said would probably be decided by the Supreme 
Court before the Commission could come to a decision in 
this matter, Mr. Lindley said the proposed rates would 
show that the Great Northern now makes 1.24 per cent 
on the part of its capital used in its express business 
and that the Northern Pacific makes 2.36 per cent, each 
of which is way below what the law allows; the proposed 
rates would wipe out the net income of the Northern 
Pacific and create a deficit of $100,000 for the Great North- 
ern. Therefore he filed his petition of intervention, as- 
serting that the proposed rates, so far as his clients are 
concerned, are confiscatory, according to the rules ap- 
proved by the Circuit Court in the Minnesota rate case. 

Mr, Bledso claimed the loss to the Atchison under 
the proposed rates would be $750,000. Answering Mr. 
Lane’s questions, Mr. Bledso said the Atchison wants to 
intervene for the purpose of introducing testimony as to 
the amount of its property devoted to express business 
and the return on it. 

The Thursday morning session of the express hearing 
was given over to the orations of James L. Cowles and 
E. C. Delbridge of St. Louis. Mr. Delbridge, in telling 
about his mental processes ‘when confronted with the 
exasperating practices of the express companies in han- 
dling overcharge and loss and damage claims, said, of 
course, he would not go to the courts of the country, “‘be- 
cause they have become the refuge of murderers and 
thieves.” 

That assertion brought a gentle rebuke from Chair- 
man Prouty, who said the Commission could not indorse 
the views expressed. He said the latitude allowed by 
the Commission is very wide, but that in reference to 
a co-ordinate branch of the government it would require 
speakers to use respectful language. This rebuke was 
not delivered, however, until after Mr. Delbridge, who 
was giving a rambling account of his grievances with 
regard to overcharges, double charges and lackadaisical 
treatment of loss and damage claims arising in his book 
business, had been asked by the chairman to point out 
what changes he thought should be made in the order 
of the Commission. 

Francis B. James filed a petition in behalf of a firm 
of liquor dealers whose interests would be adversely 
affected by the cancelation of the prepaid whisky rate, as, 
indicated by Walker D. Hines, the express companies 
are ready to do whenever the Commission says so. Wal- 
ter Drew of Madison, Wis., on behalf of the Master Bakers’ 
Association, began raising objections just before the noon 
recess, to the increases the new order would make on 
bread, especially on shipments under the contiguous block 
rates. He indicated that on some shipments from Mil- 
waukee the increase would be 40 per cent. At first Chair- 
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man Prouty thought he wanted to ask for a special bread 
rate and suggested that he file a special complaint on 
that score, because the Commission is now listening to 
objections applicable to all classes of traffic. When, 
however, he pointed out that the contiguous block rates 
would result in an increase in the 100-pound rate on all 
articles shipped thereunder, Commissioners Prouty and 
Lane, who were taking the leading parts in the matter, 
advised him that that is exactly the kind of material the 
Commission is looking for, and his statistics were grate- 
fully accepted. 

Mr. Cowles, secretary of the Postal Progress League, 
consumed the greater part of the morning session in 
exposition of his theory that the flat rate system is the 
only remedy for the conditions with which the Commis- 
sion is undertaking to deal. 

“Give us a flat rate service, and every man, every 
towh and every community will be every other, and the 
country will prosper as never before.” 

He figured that 15 cents on a 35-pound package is 
adequate, whether it moves to the first station beyond 
the point of origin or to the most distant station in the 
country. The package rates, he continued, should apply 
to all freight, whether the package was of lace, sugar 
or apples. He also protested against what he calls the 
espionage exercised by the transportation companies in 
making examinations to determine whether the freight 
had been properly billed. 

Mr. Cowles took an article recently written by Sen- 
ator Bourne concerning the parcels post to show that the 
supposed parcels post expert, in making his figures as 
to cost of service, used costs and weights ascertained 
when mails were carried by stage-coach and carriers 
loaded down like dray horses, 

Mr. Cowles was followed by E. C. Delbridge, who 
claimed to represent the “people of the United States.” 
He said he had been fighting the express companies for 
twenty-two years. He is a publisher of mathematical 
books, and, to show the ridiculous character of the figures 
submitted by the express companies, as he said, he made 
calculations as to the interest on the $3.41 worth of coins 
found in a safe in the ruins of Pompeii, his mathematical 
conclusion being that if every grain of sand that makes 
up the solid earth were worth two billions, all would be 
needed to pay the interest on that small amount of money 
that was locked up for 1,833 years. He said that the 
express companies, in making up their statements as to 
amount of property devoted to their business, have been 
exacting interest on money that has been lost or locked 
up in their safes. 

Mr. Delbridge made a regular stump speech, often 
turning his back upon the commissioners and directing 


‘ hig remarks,to the attorneys for the railroads and express 


companies. Among other things he said that he would 
not believe, under oath, any man who had voluntarily 
remained in the service of an express company for two 
years. He said every employe of an express company 
is adroitly trained to become a thief. 

Speaking of the complaints of illegal practices, he 
said express and railroad presidents had solemnly asserted 
that they knew nothing about them. 

“They lied when they said that,” said Delbridge, “be- 
cause I sent a carbon copy of every complaint to the 
president of each of the offending companies. If ever 
one of them, gets on a stand here or elsewhere to say 
anything of that kind I will ask to be sworn to say he lied.” 
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When Chairman Prouty checked him to ask him, in 
effect, to get to the point before the Commission and to 
rebuke him for hig assertion about the courts being the 
refuge of thieves and murderers, Mr. Delbridge could 
think of no suggestion other than that express companies 
should be fined $100 for each infraction of the rules laid 
down by the Commission. Chairman Prouty told him the 
Commission had no such power. The chairman also told 
him the Commission is trying to make arrangements 
whereby shippers may, upon reasonable terms, obtain the 
classifications and tariffs of both railroads and express 
companies, even without waiting for specific authority to 
require carriers to furnish such publications. 

There was an avalanche of applications for leave 
to file intervention petitions loosed by attorneys for 
the railroads after the Wednesday noon recess. Aldred 
Thom of the Southern made the most extended address 
on the subject, taking the position that the question 
now involved is far greater than whether the railroads 
have been guilty of laches in not giving notice that they 
wished to be parties litigant or of otherwise indicating 
that their interests were threatened. He did not care 
to dwell on that point, taking it for granted that the 
Commission, in view of the statements as to what various 
railroads would lose if the tentative order was made 
effective, would have sufficient notice of the importance 
of the move it was about to make. 


He called attention to the fact that while the gross 
income of the railroads for the fiscal year ending last 
June will be nearly if not quite $55,000,000 greater than 
the gross of the preceding year, the net will be about 
$50,000 less. He suggested that in view of the increase 
of wages and the probability of demands for more, which 
history seems to say cannot be successfully resisted, 
the Commission had better make no order reducing 
rates until it has made a thorough investigation of the 
allegations concerning loss of revenue that have been 
made. 


“J don’t believe you know as much about this sub- 
ject as I do,” said Mr. Lane, “therefore I want to call 
your attention to the fact that every prediction made 
by express companies when their rates were about to 
be reduced has been wrong. Reduced rates have been 
followed, in every instance, by increases in revenue.” 

“Well, Mr. Commissioner, do you think that that is 
a suggestion that appeals to the railroad men; that the 
business of the express companies will be increased by 
reason of more business—business taken from the freight 
department of the railroads?” 

“Oh, that’s the proposition, is it?’ asked Mr. Lane 
by way of comment. 

George Stuart Patterson for the Pennsylvania sys- 
tem announced that his clients would like to have the 
privilege of introducing tables to show that the Penn- 
sylvania Railroad will lose $800,000 and the fines west 
of Pittsburgh about $1,000,000 if the proposed rates are 
made effective. He said that they had had no oppor- 
tunity to be heard, whereupon Mr. Lane sald a letter 
asking for information had not been answered, and 
data was not given to a man from his office who reported 
that the company had figures but did not supply them. 
Mr. Patterson replied by saying the Commission had 
asked for tonnage, average ton-miles and figures which 
his company could not furnish because statistics about 
express matters are not kept in that way. He gaid that, 
anticipating a reduction, the Adams, which operates on 
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the Pennsylvania sysiem, had already asked for a revi- 
sion of its contract. 

Clyde Brown said the New York Central would lose 
about $1,000,000 if the rates were reduced. Mr. Lane 
examined him and found that there was a conference 
the day before on what attitude the railroads should 
take. He said that the company operating on the New 
York Central lines had not asked for a revision of its 
contract. 

“Perhaps it was agreed that the railroads should 
make this fight against any reductions, and then, if not 
successful, the revision of contracts could be made 
afterward.” 

There was no response to that suggestion, so Chair- 
man Prouty said the Commission would take the appli- 
cations for intervention under advisement. If interven- 
tion is allowed ten days or two weeks will be allowed 
for the filing of petitions and statistics. 

D. O. Ives of the Boston Chamber of Commerce, 
the first to speak for the shipping public, said that the 
rates proposed are satisfactory. He opposed the exten- 
sion of the hearing such as would result from the grant 
to the railroads of a right to intervene at this late day. 
He said they had had ample opportunity to present what 
they think is now of such great concern to them. 

I. I, Brown, for Pacific coast shippers, said that if 
the intervention asked for by the railroads is granted, 
“We will never get anywhere.” Therefore he protested, 
ali of which was but a preface for a particular discus- 
sion of the charges of Wells, Fargo & Co. between the 
Missouri River and California terminals. He said the 
figures of Wells, Fargo & Co. show they are extortionate. 
He said it is impossible to separate the railroad and its 
express company, wherefore all the talk of the railroad 
attorneys to-day might almost be said to have been for 
the purpose of beclouding the issue. 

“We are satisfied with the rates made by the Com- 
mission, but inasmuch as we have no expedited or dis- 
patch freight lines west of the Missouri, we ask that 
you give us rates on 500 and 1,000 pound lots to take 
the place of the rates taken out by Wells, Fargo & Co. 
The public having once had the benefit of such rates, 
the Commission should restore them.” 

H. C. Barlow of the Chicago Association of Com- 
merce invited attention to the so-called consolidation 
rule, suggesting that the consolidation may be made at 
destination as well as point of origin, whether shipped 
by one or more consignors. He said the express com- 
pany renders no more service in one than in the other 
case, because the company’s wagon goes out of the 
route whether there is one or twenty packages. 

Mr, Barlow said his people believe the 100-pound 
rate from New York to Chicago should not exceed $2, 
instead of the $2.50 rate so long in effect, or the $2.40 
rate suggested by the Commission. 


“My own theory has always been that it is cheaper 
for the express company to pick up and deliver freight 
rather than have terminals and have shippers called for 
their packages,” said Mr. Barlow, answering Chairman 
Prouty’s question 2s to whether the wagon service was 
a reason why Chicago business houses use express rather 
than the fast freight lines. 

Herbert Jackson, for the mail order liquor dealers, 
said that if the present rates are continued and the 
tentative rates are made effective they will be satisfied. 
B. BE. Williamson took the same position for his clients. 
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James L. Cowles, the parcels post man, protested against 
the zone system of making rates. He advocated the flat 
or uniform rate system, going back to the Orange County 
milk case to get his authorities. Nearly every authority 
quoted by him was either “late” or “former” manager 
or traffic man of some railroad or some mercantile house. 

“Is this Commission now going to return to the rea- 
sonable system of making rates that prevailed when 
freight was hauled in wagons and distance was the con- 
trolling factor?” 

There was no answer to that question, either from 
the Commission or Mr. Cowles, because Chairman Prouty 
announced adjournment until Thursday, even if Mr. 
Cowles was in the midst of an impassioned appeal to 
place the express business upon the blanket rate sys- 
tem occupied by the post office department, with class 
and weight as the determining factors, so far as trans- 
portation within the limits of this country are concerned. 


Complain of Coffin Stock Rates 


The railroad commissioners of Iowa believe the rail- 
roads that serve the coffin makers of that state charge 
too much for transporting coffin stock; that is, lumber 
from which coffins and caskets are made. Therefore they 
have filed a complaint with the Interstate Commerce 
Commission asking for relief. 

The relief they suggest is the inclusion of coffin 
stock or built-up or combined wood, bent or straight, not 
painted or varnished, in Western Classification No. 50, 
placing it under the lumber tariff and the same as lum- 
ber rates. They, as officials of the state of Iowa, have 
classified that kind of material with lumber and fixed 
rates upon it in harmony with those on other kinds of 
lumber. They believe the express exception of coffin 
stock from the lumber classification was made with a 
view to the imposition of rates that are unjust and un- 
reasonable, in that the rates imposed, in many instances, 
are: higher than those levied upon lumber of less value, 
and that much of the material taking lower rates per 
100 pounds loads less heavily in carloads that coffin 
stock. 

The complainants allege the rates are violative of 
every section of the Act to regulate commerce except 
the long-and-short-haul part of the fourth section, that 
could possibly be applied as bearing upon the reason- 
ableness and non-preferential character of an attacked 
rate or rates. They suggest that what they have done 
in the way of classifying coffin stock would be a reason- 
able rule for the federal regulating body to follow. 


Starch Advances Held Up 


By order entered October 9, Investigation and Sus: 
pension Docket No. 169, the Interstate Commerce Com- 
mission has suspended from Oct. 12, 1912, until Feb. 8, 
1913, the first item on page 13, supplement 105, and the 
first item on page 15, supplement 106, to Chicago, Mil- 
waukee & St. Paul Railway Tariff I. C. C. A-9945. 

The items which have been suspended advance from 
11 cents per 100 pounds, minimum weight 30,000 pounds, 
to 13 cents per 100 pounds, minimum weight 36,000 pounds, 
a proportional commodity rate for the transportation of 
starch, in carloads, from Boone and Cedar Rapids, Ia., 
at Atchison and Leavenworth, Kan., and Kansas City, 
Sugar Creek and St. Joseph, Mo., when for points beyond. 
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THE TRAFFIC WORLD AND TRAFFIC BULLETIN 


THE OPEN FORUM 


THE TRAFFIC WORLD has established this department for the use of its patrons in the discussion 
of live topics of any of the various kinds which the progressive business man interested in transportation 
problems, whether as manager or clerk, has to consider. It is impossible to enumerate these subjects 
here, partly for the reason that those upon which the most instructive discussion can be had are those 
that are coming up every day as new matter. But there are also many new angles to old subjects, 
new ways of performing an old job, new fields for the traffic men to explore, new lines in which the individ- 
ual may develop himself and assist his fellow-worker in the development of the profession, and suggestions 
or queries on all sorts of traffic matters. THE TRAFFIC WORLD will welcome communications telling 
about, or wanting to know about, any of the problems or practices ordinarily coming within the scope of 
the traffic man’s work in detail or in its broadest sense. 


Appreciates Our Pushes 


CALIFORNIA FRUIT GROWERS’ EXCHANGE. 
Los Angeles, Cal., Oct. 4, 1912. 
Editor THe TRAFFIC WORLD: 

I desire to acknowledge receipt of your favor of Sep 
tember 26, and to say to you that I very much appreciate 
the opportunity afforded of offering suggestions that may 
make your already valuable publication of greater value 
to us. 

While at this time I have no suggestion to make, you 
will probably hear from me later on, if anything occurs 
to me that I believe will be of interest to you. 

I want to take this opportunity of saying that your 
publication is of great value to us and each issue is read 
with considerable interest, not only by myself, but various 
assistants in the office. We have noted in particular 
the campaign you have been carrying on, urging prompt 
movement of cars by carrier and prompt handling and 
full loading by shippers. This matter of car supply is 
of great importance to us. There will be shipped from 
California in the season that ends October 31 this year 
over 40,000 cars of citrus fruit, and the incoming crop, 
shipments of which begin November 1, point to a crop 
of over 50,000 cars, with a very heavy movement to take 
place early in November. While we are especially in- 
terested in refrigerator cars, one class of equipment is 
largely dependent upon the other, particularly at a time 
when there is a car shortage. Therefore, the campaign 
that you are making will probably be of considerable 
value to us. 

We are using every effort in California, with our 
shippers and with receivers all over the United States, 
to secure prompt handling of cars, and we hope that the 
pull that is being made together by the interested parties 
will result in avoiding any serious shortage. 

f A. M. Mortensen, Traffic Manager. 


New Form of Tariff Index 


Charles B. Guthrie of St. Louis has issued a con- 
solidated Tariff Index for eighteen western lines, which 
demonstrates very clearly the economy obtained by the 
consolidation. 

The Tariff Index covers 313 pages and names each 
transportation company that performs interstate service, 
and each company is given a key symbol composed of 
letters and numerals. The transportation companies are 








arranged in their rate adjustment territories, the first five 
letters of the alphabet being assigned to the Trunk Line, 
the next five to the C. F. A., etc. This enables one to 
tell at a glance the railroad and the territory in the col- 
umn provided for participating carriers, and in that col- 
umn also is given the authority under which each road 
participates in that particular issue. The directory also 
shows the date effective of each issue, these features 
being entirely new in tariff indexing, 

The most striking feature of the index is its compact 
comprehensive form, and, by the use of symbols in naming 
the participating carriers, Mr. Guthrie has reduced tariff 
indexing to a science. On 225 pages there are shown 
4,353 tariffs. Each tariff contains an average of 53 par- 
ticipating carriers, or, in other words, 230,709 transporta- 
tion companies shown as participating in these issues. 
The individual lines parties to the tariffs named therein 
carry in their individual index these identical tariffs, using 
approximately two lines of type for each issue and a quad 
line between would equal 10,030% full pages of six-point 
type, and were they bound together in one volume, they 
would make a thickness of 13% inches, or 6% times the 
size of the Official Guide. This has ben reduced to % of an 
inch, cr 225 pages. Therefore, it looks as if Mr. Guthrie 
can lay claim to having reached the minimum of tariff 
reporting. 

There is another economical feature which can be 
said of consolidating issues of this kind. Eight hundred 
and eighty-seven railroads have 40,197 local stations, and, 
allowing a liberal supply for their general offices, outside 
agents, etc., would require 5,928 issues, or a total of 46,125 
copies to supply these 887 participating carriers. At the 
present time these 887 carriers issue approximately 200 
copies each, or 177,400 copies, and by issuing them monthly 
would make a total of 2,132,800 issues. By consolidation 
50,000 copies would supply each of their agents, general 
freight offices, and leave a surplus of 3,875 for the ship- 
pers. istimating that each copy costs 20 cents, these 
carriers would save $25,480 per issue, or $305,760 per 
annum on duplication of supply, and at 2 cents postage 
their saving would be $3,057.60 per annum. 

Statistics are very dry, but it is necessary to use 
them to demonstrate the economy that can be obtained 
by consolidating issues of this character. The efficiency 
is obvious, when it is considered that one index would 
take the place of 887 individual indices. 

There is another important feature claimed for Mr. 
Guthrie’s work, which is the efficiency that it will bring 
out in showing participating carriers in tariffs. At the 
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present time the usual mode of procedure in compiling a 
tariff is to put the participating carriers in just before 
the issue is ready for the press. Generally they were 
obtained from some railroad guide and placed at random, 
like putting shot into a gun barrel. The Tariff Index, by 
separating the railroads in the various traffic territories, 
enables the compiler to show only the interested lines in 
his particular issue, thereby avoiding great expense to 
the uninterested in adopting the tariff, and placing it in 
their files. 

There is another feature in the fact that old and new 
names of participating carriers are carried up to date 
in the issue. 

It should also prevent a great deal of correspondence 
by tariff requests on participating carriers, as the name 
of the tariff issuing officer is carried in the index, and 
the shippers and railroads would request the tariff direct 
from the issuing line instead of asking a participating 
carrier for the issue. While speaking of correspondence 
and wasteful methods, it may be mentioned that a strong 
feature of the index is that a commodity tariff naming 
less than 20 commodities is indicated by symbols, which 
should prevent the shipper from asking for a tariff which 
would be of no benefit to him and enable him to ask for 
a tariff in which he is interested. 


Tonnage Basis of Freight Handling 





A correspondent representing one of the larger rail- 
way systems in Chicago has been making a very satis- 
factory experiment in the matter of handling freight on 
the tonnage basis. It is assumed, and observation abun- 
dantly bears out the assumption, that in the majority of 
the larger freight houses of the country, the freight han- 
dlers, under the present system of operation working on 
the hourly basis, have no incentive to increase their effi- 
ciency, with the result that in most cases they. are not 
working to their full capacity. The principle is the same 
as that which has caused the general introduction of the 
piecework system and various kinds of premium and bonus 
systems in the repair shops of the mechanical depart- 
ments of railways. In most cases and when the piece- 
work system has been arranged, with proper consideration 
of the rights of the employe in a share of the extra earn- 
ings, the working of the system has been very satisfac- 
tory to the men and productive of very much greater 
efficiency in the operation of the department. The main 
point seems to be to determine exactly what percentage 
of allowance shall be made employe for the extra work 
which he performs. Properly managed, the output of 
any body of men who are working with some proper in- 
eentive, may effect a very large increase in the revenues 
of the department, a material reduction in waste, and 
arouse a rivalry among the men which is particularly 
satisfactory, because of the spirit which it infuses into 
the work. It is first necessary to make an investigation 
of the present working conditions and determine from 
actual figures how much the men may be expected to 
increase their efficiency. If the standard is set too high, it 
at once operates as a discouragement. If set too low, the 
system fails to produce the results which its promoters 
hoped for. Efficiency, of course, means a saving to the 
company in the cost of handling freight, and some part 
of this saving should be shared with the men. On no 
other basis can the system succeed. Employes are paid 
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and responsibility assumed, and it is necessary to gradu- 
ate their rate of pay, when the tonnage basis is adopted, 
to something proportionate to the wages which they 
receive under the old rate. The correspondent informs 
us that, so far as he has gone at the present time, there 
is reason for the expectation that the scheme will result 
in increased remuneration to employes and a more prompt 
handling of freight. 


ECHOES FROM THE TRAFFIC WORLD. 


Careful readers of this publication during the last 
month-or two will find something familiar in the accom. 
panying slogans and near-slogans which have come to 
the editor from the Erie Railroad in the form of a postal 
card printed in two colors, of which some thousands 





KEEP THE CARS MOVING! 
WHY? 


LOOK AT THE CROP REPORTS. 


If conditions were normal, there would probably be a car 
shortage this Fall. But Crops are abnormal, and 


BUSINESS IS GOING TO BOOM. 


It is to the interest of.all Shippers, as well as the Rail- 
roads, to do all possible to prevent a car shortage. 


Here is a matter in which you can co-operate with the 
Railroads to the fullest extent, and to your own advantage. 


Do not order any more cars than are absolutely needed. 

Give the Railroad as much advance notice as you can. 

Load cars as soon as possible after they have 
been placed. 

Load cars as nearly as you can to full capacity. 


The more freight you load in each car, the less number 
of cars will be required to move all the freight. 


Do not order a large car if you can get along with a 
small car. 


Try to adapt your load to the car available. 
Large cars are harder to obtain than smal! cars. 


Unload cars as promptly as you can, regardless of free 
time allowed. 


S-O-M-E-B-O-D-Y N-E-E-D-S T-H-E 
E-M-P-T-Y ! 


I-T M-A-Y B-E Y-O-U-R T-U-R-N N-E-X-T! 


C-A-R-S A-R-E B-U-I-L-T 
F-O-R T-R-A-N-S-P-O-R-T-A-T-I-O-N 
N-O-T F-O-R §-T-O-R-A-G-E. 





have been issued. The obverse of the card bears, in 
equally bold type, the inscription: ‘Important Notice— 
Issued by the Erie Railroad Co. to consignors and con 
signees, in the joint interest of transportation lines and 
the public.” 

NEW ROUTE SOUTH AND SOUTHEAST. 

The Burlington and the Nashville, Chattanooga & St. 
Louis have issued a circular calling attention to a double 
daily service which has been established via Paducah, Ky., 
for freight destined to and from points in Tennessee, Mis- 
sissippi, Louisiana, Alabama, Georgia, Florida and South 
Carolina. Fast time, through billing and prompt informa- 


different wages, depending upon the nature of the work tion are some of the advantages promised by the new line. 
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CREAM OF RYE AND SPOONS 


Cereal Manufacturer Objects to Paying on 
More Than Actual Weight of Premium 
in Cereal Package 








An interesting point is involved in the case of the 
Minneapolis Cereal Co. against the Chicago & North- 
western and others, of which a hearing held at Minne- 
apolis was reported in THE TRAFFIC WORLD of Septen- 
ber 14. Points from the brief just filed on behalf of 
complainant are as follows: 

This action is brought by the Minenapolis Cereal 
Co. against the various defendants, based upon a con)- 
plaint filed March 22, 1912, in which, among other 
things, it is alleged that the defendants, and each of 
them, are charging the complainant rates that are un- 
lawful, unreasonable, extortionate, and in direct violation 
of the various acts to regulate commerce, and the com- 
plainant prays that the Interstate Commerce Commis- 
sion, by an appropriate order, determine and prescribe 
what shall be just and reasonable rates, regulations and 
practice in the transportation of the complainant’s prod- 
uct; that an order be made requiring the defendants to 
reimburse the complainant on all shipments made by 
complainant upon which excess rates have been charged. 

The Minneapolis Cereal Co. is a corporation under 
the laws of Minnesota, having its principal office at Min- 
neapolis, and operates a mill located at Belle Plaine, 
Minn., 37 miles south of Minneapolis on the defendant, 
Chicago, St. Paul, Minneapolis & Omaha Railway Co.’s 
line, at which place it manufactures a cereal product 
known as “Cream of Rye.” From this mill the com- 
plainant ships by freight to various points in the United 
States. The cereal is put up in paper packages together 
with one silver spoon, packed therein for advertising 
purposes only; the package sealed weighing not less 
than 19 ounces and not more than 20 ounces. These 
packages are shipped in fiber shipping cases, in which 
are packed 24 packages, the entire case weighing not 
more than 40 pounds, ready for shipment. The spoons 
packed in the packages weigh from seven to eight pounds 
per gross, or one and one-third pounds per case of 24 
packages, and cost the complainant $4.95 per gross. The 
weight of the spoons is always the same. There is no 
advertising matter on the spoons. 


“Cream of Rye” is sold to the consumer at 15 cents 
per package, whether or not it contains the premium 
spoon referred to. The complainant has nothing to do 
with the regulation of the retail price further than in- 
sistent recommendation that all dealers maintain the 
price of 15 cents per package. Complainant sells only 
to wholesale dealers and not in any instance direct to 
the retail trade. Freight is allowed on all shipments 
and is deducted by the purchaser from the amount of the 
invoice. 

“Cream of Rye,’ as a cereal product, takes fourth- 
class freight rates under all classifications. Packages 
containing premiums, under the Western Classification, 
are charged at the rate of 110 per cent of the fonurtli- 
class rate. Under the Official Classification premium 
shipmients are charged first-class rates according to the 
actual weight of the premium, and the remainder of the 
shipment at its regular class rate. An illustration of the 
above rates may be stated as follows: 
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On Nov. 14, 1911, the complainant shipped 800 eases 
of “Cream of Rye,” weighing 32,000 pounds, from its mill 
at Belle Plain, Minn., to Chicago, via the Chicago, 
St. Paul, Minneapolis & Omaha Railway. The defend- 
ant charged complainant 110 per cent of fourth class, on 
3,200 pounds, for the premium shipment, although the 
actual weight of the premiums shipped was 1,064 pounds, 
or less than 3 1-3 per cent of the entire weight of the 
carload. 

An illustration of the rule applicable in.the Official 
Classification may be stated as follows: 

On Feb. 10, 1912, the complainant shipped from 
Chicago, [ll., to Seymour, Ind., via P. C. C. & St. L. Ry., 
10 cases of “Cream of Rye,” weighing 400 pounds. Upon 
this shipment 400 pounds was charged at the tariff rate 
of fourth class and an additional 40 pounds at first 
class, the 40 pounds being the weight fixed upon the 
premium spoons contained in the cereal packages, where- 
as the premium spoons actually weighed only 13 1-3 
pounds. 

The above illustrations give a clear understanding 
of the methods of applying the rates charged for the 
shipment of “Cream of Rye,” both under the Official 
and Western Classification, and are set forth in detail 
in the complaint on file, together with complainant’s ex- 
hibit No. 4. 

The rates in effect under the Western Classification 
are published by the railroads, and the Interstate Com- 
merce Commission has not passed an opinion upon the 
tariff now in question. The rate of 110 per cent was 
arrived at by the railroads to obviate the necessity of 
ascertaining the actual weight of the premiums con- 
tained in shipments. At the time the rule was put into 
effect, the articles packed as premiums varied from an 
earthen-ware or crockery bowl up to toys. The rate 
upon shipment of premiums was reduced from time to 
time between the years 1901 and 1907, in order to com- 
promise complaints made by certain shippers. 

The approximate annual freight charges paid by com- 
plainant is $10,000, and the complainant ships its cereal 
product in quantities of from five cases to carload lots. 


The rule referred to as the exception to 15-A is 
an arbitrary per cent added by the carriers to overcome, 
first, the fact that the weight of the articles itself and 
the rate applicable thereto would frequently yield an 
amount that could hardly be expressed in cents, and also 
to equalize or offset the package that would have to be 
used if the article was shipped separately. 


In the argument in behalf of the complainant it is 
first necessary for us to look into the question of how 
the present rule or tariff schedule hag been arrived at 
by the defendants. The testimony of the witness for 
the defendants shows conclusively that the rate was 
arrived at by the defendants in compromise of com- 
plaints made by various shippers, and that in reaching 
the rate now in effect certain representatives of whole- 
sale and retail establishments were consulted, but not 
one of them is shown to have shipped goods with pre- 
miums such as the premium spoon now in question. The 
defendants present a list of schedules containing various 
computations of figures, but when the testimony is 
analyzed we find that the per cent was arbitrarily added 
by the carriers to equalize or offset the package or 
wrapper that would have to be used if the premium 
article were shipped separately. In other words, the car- 
riers testify that if the shipper were required to put the 
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premiums in separate packages, the carriers would be 
able to charge first class, or one and one-half times 
first class, as the case might be, not for the premium 
alone, but also for the package in which it is wrapped. 
It is admitted that the premium should be carried only 
at the proper schedule rate, but complainant contends 
that the rate whereby the carriers now charge first class 
on 40 pounds, when in fact the weight of the premium 
is only 13 1-3 pounds, is unjust and contrary to the acts 
to regulate commerce. 

Complainant contends that the cereal product should 
be carried at its actual weight, and the premium spoons 
carried at their actual weight at the rates provided, on 
the same basis as if the cereal product and premium 
spoons were shipped in separate packages. The testi- 
mony of defendants that the rates for the premium 
spoons would be infinitesimal and that the carriers would 
lose the revenue upon the packages has no merit. If 
the premium spoons are carried in the packages with the 
cereal product and the weights of the spoons justly 
computed and paid for, we submit that the carriers 
have received compensation for all that the complainant 
can be justly called upon to pay. 

Then, too, the defendants produce testimony to show 
that the shippers are generally satisfied with the present 
schedule of rates, but nowhere is it shown that the 
letters, the only evidence of satisfaction offered in evi- 
dence by defendants, and to which the complainant duly 
excepted, have been written except at the solicitation of 
one or other of the defendants. The defendants contend 
that they have now reached the lowest figure that the 
railroads can justly grant. On the other hand, the com- 
plainant contends that the rate whereby it is forced 
to pay first class on one-tenth of a 32,000-pound carload 
(3,200 pounds), when the premium spoons weigh but 
1,064 pounds, is unjust and the railroads are receiving 
pay for services never rendered. 

Upon careful search, we are unable to find that the 
question at issue in this case has even been directly 
before the Commission. We find cases alleging discrimi- 
nation in favor of or against a certain article, and cases 
where premiums are involved, but we are unable to find 
a case that comes directly in point. Therefore, the de- 
cision in this case will probably be the first one upon 
the rights of a shipper to ask that the rates upon pre- 
mium articles shipped in packages for advertising pur- 
poses be reduced or fixed by order of the Commission. 

The nearest and only actual case in point is the case 
of Ouerbacker Coffee Co. vs. Southern Railway Co., 18 
I. C. C. Reports, 566. 

In this case, the complainant brings action upon 
the ground that the defendants are discriminating in 
favor of other merchandise containing premiums or 
advertising matters and that the defendants refused the 
same or similar privilege to complainant. In the facts 
we find a situation practically similar to the one now 
before us. The package of coffee shipped contains from 
12 to 13 ounces of coffee, and the prize or premium is 
enclosed in this package without extra wrapping, except 
in paper, to prevent contact with the coffee. According 
to the rule under which this coffee and premium were 
shipped, 100 packages of coffee was billed at 12 pounds 
of advertising matter, although the advertising matter 
weighed but two pounds. The defendants contended 
that because of the fact that the articles were enclosed 
in the original package it was impossible to check or 
verify the shipper’s statement of the weights and the 


4 


Vol. X, No. 15 


character of premiums. In other words, the facts of 
the Ouerbacker case are identical with the one now 
before us, except that the complainant in that cas: 
alleged discrimination in favor of other and somewhat 
similar classes of merchandise containing premiums. | 
was held that the complainant was entitled to ship its 
coffee with the premium as provided for in the Officia 
Classification. 

See also Iowa Soap Co. vs. C., B. & Q. Ry. Co 
16 I. C. C. Reports, 444. 

In conclusion, the complainant contends that an. 
rate of tariff requiring it to pay more for the premiun 
spoon packed with the “Cream of Rye” simply because 
no package or wrapper is used, or upon the ground that 
a rate for the premiums separate from the regular rat: 
of the cereal product will require more bookkeeping, i 
not equitable, and the complainant respectfully submits 
that the rates now in effect should be reduced to mors 
equitable proportions. 


McGrath Goes to St. Paul 


Announcement has just been made of the appoint- 
ment of T. A. McGrath as traffic director of the St. Pau! 
Association of Commerce. The other officers are: 

C. L. Kluckhohn, president Gordon & Ferguson, presi 
dent; E. S. Warner, president McGill-Warner Co., vic« 
president; George H. Prince, vice-president Merchants 
National Bank, treasurer; J. H. Beek, general secretary) 

The St. Paul Association of Commerce was organ 
ized over a year ago and was in effect a consolidation of 
several distinct organizations, among them the St. Paul 
Jobbers’ and Manufacturers’ Association, the Business 
League and the Consolidated Publicity Bureau. 

The St. Paul Jobbers’ and Manufacturers’ Association 
maintained a traffic department, under the direct charge 
of J. H. Beek, its secretary, and did much effective work. 
It was Mr. Beek who conducted the fight against the 
Cashman distance tariff bill before the Minnesota legis 
lature of 1911, debating the bill with its author, Senator 
Thomas A. Cashman, at various points throughout th« 
state, and succeeded in defeating the measure. 

With the additional duties of the larger organization 
Mr. Beek has been unable to give as much time to the 
traffic work as previously, and the engagement of Mr. 
McGrath to take charge of the traffic department is for 
the purpose of strengthening and enlarging the work. 
Mr. Beek will continue his supervision of the traffic de- 
partment, in conjunction with the traffic committee. 

Mr. McGrath is unusually well qualified for the posi- 
tion he has accepted; in addition to a long railroad ex- 
perience as a rate clerk and chief clerk in the general 
freight agent’s office of the C., St. P. M. & O. Railway, he 
has had three years’ experience with W. P. Trickeit, 
traffic director of the Minneapolis Civic and Commerce 
Association. He has thus had a wide commercial ex- 
perience, as well as thorough railroad experience. 

Mr. McGrath will probably take up his new work in 
St. Paul about October 15. 





FAREWELL LUNCHEON. 
On October 15 the Traffic Club of Chicago will give 
a farewell luncheon in honor of B. C. Stevenson, vice- 
president, Toledo, St. Louis & Western, and J. A. Tapee. 
assistant traffic manager, Morris & Co. Addtesses will 
be made by several members. 
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ON RAIL---LAKE---RAIL RATES 





Hearing at Chicago on Suspended Advances 
from C. F. A. Territory to the Northwest 





A hearing was begun at Chicago on October 7, before 
Special Examiner Burchmore in I. & S. Docket No. 130, in 
the matter of advances in class and commodity rates from 
points in Trunk Line and Central Freight Association 
territory to Minneapolis and other points via rail and lake. 

This case has some relation to the matter which was 
handled by the Commission in Case No. 4335 and also 
to I. & S. No. 112, on which a hearing was held at Minne- 
apolis on September 11. It was requested, on behalf of 
Minneapolis and Duluth interests, that the record in these 
two cases be made a part of the record in the case now 
on for hearing. This was strongly objected to on the 
part of carriers on the ground that they are not provided 
with copies of the record and other documents in these 


cases. 


The following appearances were entered: 

James Stillwell, Pennsylvania and Pennsylvania Lines; 

D. P. Connell, New York Central Lines; 

F. E. Signor, Association of Lake Lines; 

W. P. Trickett, Minneapolis Civic and Commerce As- 
sociation; 

J. H.. Beek, St. Paul Association of Commerce; 

G. Roy Hall, Duluth Commercial Club. 

The first witness called for the carriers was P. C. 
Sprague, division freight agent, Pennsylvania, who stated 
that he had been in the freight business 14 years. He 
explained the advance in rates which was to have be- 
come effective July 1, 1912, by saying that it was caused 
by an advance made by the lake lines in September, 1911, 
to Duluth, St. Paul and interior points taking the same 
rates. The rail lines do not profit by this advance, but 
through rates by lake and rail were affected proportion- 
ately to the advance on lake rates. 

He stated that the class rates previously in effect 
had been in force since 1897. In answer to a question 
by the examiner, he stated that the territory affected 
by these rates was, roughly, from a line drawn between 
Buffalo and Pittsburgh as far west as Indianapolis or on 
C, F. A. territory in which lake and rail rates are made. 

He stated that the advances generally were confined 
to the fourth, fifth and sixth classes, and the other classes, 
in general, were not affected. 

In answer to a question by Mr. Hall, it was stated 
that Williamsport and other points in that vicinity were 
made to take the Baltimore rate, since the Baltimore 
rate was the maximum, and it was thought best to keep 
it up. 

In answer to a question by Mr. Trickett, it was stated 
that there were no corresponding advances to Chicago 
and St. Louis, because the previous rates were all-rail 
rates; therefore, the only locality affected was Duluth 
and the Twin Cities and points taking the same rates. 

The next witness called was F. E. Signor, commis- 
sioner of the Association of Lake Lines. He explained 
the advance in lake rates by saying that during 1910 
it was found that the rates from Buffalo and Cleveland 
were not on a relative basis with all-rail rates. The 
latter were generally based on a differential, and it was 
thought proper that the lake rates should be lined up 
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on the basis of Cleveland and Buffalo to Chicago rates, 
adding an arbitrary to Duluth and additional arbitrary 
to Minneapolis and St. Paul. This made a number of re- 
ductions and increases. He then read a statement in 
considerable detail showing the points affected by these 
changes and the amount of reduction or advance, 


He also explained that there were no lake-and-rail 
rates to Chicago and St. Louis and no through lake-and- 
rail rates from C. F. A. territory to points in Illinois and 
Iowa through lake ports. 


In the cross-examination, Mr. Trickett expressed him- 
self as anxious to know about the establishment of the 
differentials from Cleveland to Chicago and to the North- 
west, saying what witness had called the established dif- 
ferentials had never been recognized until 1911. 


The witness replied that he did not know when this 
differential was established, but that it had been gen- 
erally recognized for many years, and it was only the lack 
of this recognition in a few cases which caused the pro- 
posed change in rates, 


H. C. Snyder, assistant general freight agent, Erie 
Railroad and Erie Railroad Transit Co., being called to 
the stand, testified that the differential was observed 
as a general rate adjustment prior to Sept. 1, 1911, but 
on account of arrangements of the lines among them- 
selves, rates had gotten out of line. The Erie Transit 
Co. established a line from Cleveland and discovered 
that their rates did not harmonize with the differentials, 
and so, when changes were made in rail lines, the lake 
rates did not automatically change. This led to a general 
readjustment. 

In answer to Mr. Trickett’s question as to when these 
differentials were established, he referred to a book which 
he had seen which indicated that they were established 
somewhere from 15 to 20 years ago. 

He stated that the rate had also been fixed with 
regard to these differentials, but had been allowed to 
get out of line. 

In answer to Mr. Hall’s question why there were no 
through lake-and-rail rates from C. F. A. territory to IIli- 
nois and Indiana points, he said that the expenses of 
handling freight at lake ports were too great to miake 
such an arrangement attractive. 

The first witness on behalf of the complainants was 
T. A. McGrath, assistant traffic manager, Minneapolis 
Civic and Commerce Association. It was at this point 
that considerable argument took place in regard to the 
admission of the record in the other cases referred to. 
He stated that the protest was directed principally against 
advances in fourth, fifth and sixth classes. He stated 
that rates to competitive points were not changed, but 
that advances were individual to Duluth and to the Twin 
Cities. The previous rates had been fixed in 1897 and 
continued in force to September, 1911. 


He then presented an exhibit showing in detail the 
present rail-lake-rail rates, the proposed rail-lake-rail rates 
and the advance on all classes from various points fh 
C. F. A. territory to the Twin Cities, to Duluth and to 
Chicago, as taken from the several tariffs which the 
railroads proposed to put into effect on July 1, 1912. 

The points chosen for these illustrations were Pitts- 
burgh, Wheeling, Columbus, Cincinnati, Indianapolis, La- 
fayette, Vincennes and Muncie, Ind. These showed ad- 
vances of from % cent to 2 cents, confined in general 
to classes four, five and six, while the Chicago rates 
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were in most cases unchanged. These exhibits also showed 
the effect of the various combinations. 

Exhibit No. 2 showed similar data with reference to 
Youngstown, Akron, Alliance, Mansfield, Lima, Marion, 
Toledo, Tiffin and Findlay, O. 

The first exhibit was stated to show only points on 
which it was proposed to establish the Baltimore scale 
of rates up to the Illinois-Indiana state line, and from 
the Ohio River north to within 50 to 80 miles of the lakes 
on shipments to the Twin Cities. 

The second exhibit included towns north of the line 
upon which rates were fixed on the Baltimore basis, com- 
prising a stretch of territory nearer to the lakes. Ex- 
tracts from these exhibits are given herewith. .These 
exhibits were entered into at great length and a request 
from Mr. Trickett that he be allowed to file with the 
Commission similar statements with reference to other 
points, brought about a heated and lengthy discussion 
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ATLANTA RATES CONTESTED 


Atlanta Freight Bureau Seeks Same Rates from 
Baltimore and Ohio River Points as 
Birmingham Now Has 





In continuation of the defense of the carriers’ rates 
from Cincinnati to Atlanta, Charles Barham, general freight 
agent of the Nashville, Chattanooga & St. Louis, on Octo- 
ber 4 made an interesting analysis of the allegations of 
the complainang Atlanta Freight Bureau to offset the 
testimony of Harry T. Moore, the principal witness for 
that organization. Mr. Moore was kept on the stand 
the whole of the afternoon before in rebuttal of what 
Messrs. Calloway, Proctor and Northrup had brought out 
on -cross-examination. The three of them devoted prac- 





EXTRACT FROM COMPLAINANT’S EXHIBIT NO. 1. 
Rates in Cents Per Cwt. to— 


Twin Cities Duluth ‘hicago 
From Pittsburgh, Pa— “Se a . - 2 Te ‘ , . ‘sae ie 
Proposed Rail-Lake-Rail.75 64 61 35 29 23 60 51 42 30 2 3 Ss & - +e. “os 
Present Rail-Lake-Rail..75 64 51 33% 27% 22% 60. 51 42 28% 23% 20% 45 39 30 21 #18 is 
UES ccc rccescsesee es ee 1% lly ho o* és oy 1% 1% % # o é 3 a) 
Present All-Rail......... 95 79 60 42 36% 29% 95 79 60 42 36% 29% 45 39 30 21 ig +: 
Present Rail-Lake-Rail..75 64 51 33% 27% 22% 60 51 42 28% 23% 20% 45 #39 #230 «21 «Ik ds 
Present Differentials ....20 15 9 8% 9 7 35 28 18 13% 13 9 bi . 73 ~ - 
Present All-Rail ....... 6 1) © 42 20% 2% 8 7% © 8 sau wu "0 °* . 
Proposed Rail-Lake-Rail.75 64 51 35 29 23 60 51 42 30 2 2% 
Proposed Differentials . .20 15 9 7 7% 6% 35 28 18 12 11% 8% 
Reduction in Differentials. . - Lhe 1% ly x 3 tes 1% ile i“ 
1 Pittsburgh to Cleve- , = M8 
a REST 27% 24 20 10 8% 27% 24 2 12 0 a. aem 6 ss S e 
2 Cleveland to (Lake- A t 8% 27% 24 20 13 10 8% 
Beye a Be oe Bee oe! Ee a oe ee, eee 2 72 2 
Geabisetion 0f.1 and.3.7%. O86 O82 06 6. 06.2 2 ne oy ie ieee Bee 
EXTRACT FROM COMPLAINANT’S EXHIBIT NO. 2 
Gatien Rates in Cents Per Cwt. to— poe 
win Uities Duluth i 
From Youngstown, O.— 1 2 3 4 5 6 9 3 4 . 6 ' s Nemes 44 : ‘ 
Proposed Rail-Lake-Rail.67% 59 46 32 26% 2 52% 46 37 «427 29% 19 . ' 6 
Present Rail-Lake-Rail..66% 58% 44 30% 25 20% 61% 45% 35 25% 21 18% dhe Ay o 
OND. cc ec ceccnsate 1 le 2 1 suit ‘ 2 R. yy 9 1% 1% iz pi 
Present All-Rail......... 93 17 58 4( 34% 27% 3 17 5S 40 341% 2714 > 2 -< 
Srenent fall-Lake-nall. 60% 56% 44. 20% 3% 9% 51% aun ts sun’ ut *§ = ww we 
Present Differential ....26% 18% 14 9% 9% 7 41% 31% 23 144% 13% 9 + 
Present All-Rail ........ 93 77 58 40 34% 27% 9: 17 58 40 34% 27% 
Proposed Rail-Lake-Rail.67% 59 46 32 26% 21 52% 46 37 27 22%, 19 
Proposed Differential ...25% 18 12 8 8 6% 40% 21 21 13 12 R 
Reduction in Differential. 1 Le 2 1% 1% lo My 2 11 1% in 
1 Youngstown to er. ‘ os - - . , 4 - 
SE ch Go 4 oe W662 6's 6 8 ¥.e8 5% o 7% 7 ® 14 13 0 7% q 51 ° wu - 
2 Cleveland to (Lake-_ 1 CR 15% 14 13 10 R ‘ 
DE”. 2scueae b> 0 ch a> 8 © 52 45 33 22 19 14% 3 32 24 17 15 19% 31 27 ” 14 19 9% 
Combination of 1 and 2.67% 59 46 32 26% 21% 52% 46 37 27 22% 19% 16% 41 30 24 19% 16% 


between him and Mr.-Connell, in which practically every- 
body in the room participated. Mr. Connell’s objection 
was founded chiefly upon the alleged fact that parts of 
the rate which might be brought in question were affected 
by ocean competition via Newport News. 

J. H. Beck, general secretary, St. Paul Association 
of Commerce, and G. Roy Hall, Duluth Chamber of Com- 
merce, made brief statements with reference to the effect 
of the present rates upon shipments to the Northwest. 

Mr. Hall gave also a general statement as to the his- 
tory of the establishment of the present rates, and stated 
that, so far as his investigation could determine, up to 
April 17, 1899, there had been no lake-and-rail rates pub- 
lished and filed from Buffalo and Cleveland. 

This closed the hearing. The dates for briefs were 
set for November 7, November 27 and December 7. 





W. 3. Tinsman, formerly assistant to H. U. Mudge, 
president, Chicago, Rock Island & Pacific, has been elected 
chairman of the General Managers’ Association of Chi- 
cago, succeeding W. A. Garrett, recently elected vice- 
president, Chicago Great Western. 


tically all their time to pressing the witness to further 
extend and illuminate the inferential proposition that, be- 
cause the net earnings of the Western & Atlantic, without 
deduction for interest, taxes or dividends, amounted to 
$7,285 per mile, the rate on business from Cincinnati to 
Atlanta might be reduced to the Birmingham figure without 
material effect upon its earnings. 


The reason for their emphasis on that point became 
apparent on Friday, when Mr. Barham was asked to and 
did bring forward facts tending to show that the Atlanta 
business of the Western & Atlantic from the C. N. O. & 
T. P. amounts to less than 6 per cent of the total and 
that 90 per cent of the southbound business of the 
Western & Atlantic comes from the Nashville, Chatta- 
nooga & St. Louis, which operates it on lease, and that 
of that 90 per cent the N. C. & St. L. controls more than 
one-half, so that it could not be diverted. He added that 
78 per cent of the road’s business is southbound. The 
Cincinnati business total would be less than the rent 
the N. C. & St. L. pays the state of Georgia for the use 
‘of the W. & A. 
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“It seems to me the remedy is out of all proportion 
io the disease,” said the witness. 

He said that the purely local business of the W. & A. 
during the month of December, 1911, the returns for which 
were the latest available when he iooked at that phase 
of the matter, amounted to only $462, and the total of 
what might be attributed to the W. & A. were it operated 
independently, only $21,000. 

Mr. Barham said that the net return on the W. & A. 
during the twenty and a half years the N. C. & St. L. has 
had it amounted to but $1,285.27 per mile, so that the 
figure taken by the complainant, which was for the road’s 
most prosperous year, is misleading. 


The witness said that if the accounting officers of the 
Interstate Commerce Commission would allow the Nash- 
ville, Chattanooga & St. Louis to charge the Western & 
Atlantic with its proper share of the burdens, its showing, 
even on paper, would not be, for the period taken by the 
freight bureau, more than about $3,800 per mile. He said 
that when the N. C. & St. L. leased the W. & A. it got 
a roadbed, some station buildings and a franchise. In 
theory it got the things mentioned and 45 locomotives 
and 690 cars. The N. C. & St. L. promptly scrapped 35 
of the locomotives, used 10 of them in yard service for 
a little while and then scrapped them. It sold the rest 
of the rolling stock and bought 100 coal cars with the 
money. 

Then, to make the 138 miles of the line safe for 
passenger trains, it laid new iron all the way with 80 and 
85 pound rails, so that now in every physical sense it 
is a first-class road as roads are classified south of the 
Ohio River. 

In criticsm of the suggestions that rates to be made 
to Atlanta should be the same as to Birmingham, Mr. 
Barham said that the complainants had omitted any men- 
tion of the most important factor in the making of rates 
to Birmingham, namely, the Frisco. He said that that 
road makes the rates to Birmingham, and the making of 
rates from Cincinnati to Atlanta the same as Birmingham 
suggests that the Frisco control in Birmingham be made 
the measure for the Atlanta lines. 


Mr. Barham mentioned the earnings of all the N. C. 
& St. L. divisions to show that it would not be fair to 
the system to reduce the rates on the trunk divisions. 
He said it would not be fair to take ‘the earnings of the 
Cincinnati Southern division of the C. N. O. & T. P. di- 
vision and the W. & A. division of the C. N. & St. L. as 
a yardstick to measure the reasonableness of rates for 
the whole systems of which they constitute parts, or for 
any other system, nor fair to take the earnings of those 
divisions and contrast them with the system earnings of 
the Pennsylvania, the New. York Central or any other road. 

By way of suggestion, he referred to the fact that the 
Chesapeake & Ohio and the Norfolk & Western have been 
reorganized a number of times, while the original cor- 
peration, chartered in 1846, of the Nashville, Chattanooga 
& St. Louis has never had to be reorganized, as probably 
indicative of a prudence in management that has con- 
served the interests of the stockholders and the public. 

The hearing, to be finished on October 5, went over 
to the next week on account of the thoroughness with 
which both complainant and defendant desired to present 
it. Commissioner Meyer was just as much interested in it 
as the attorneys and witnesses, because it seems obvious 
that if there is any change in the Atlanta rate all rates 
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in the Southeast must be changed in harmony, as they 
were in 1905. 

Charles Barham of the Nashville, Chattanooga & St. 
Louis remained on the stand the whole of Friday and 
Saturday, finishing his direct examination on the first- 
mentioned day with cumulative data tending to show the 
injustice that would be placed upon the defendants were 
the Commission to accede to the proposition of the com- 
plainants that it is the duty of the Commission to make 
rates from Cincinnati to Atlanta that might be just and 
reasonable, by a look at the healthy earnings of the 
divisions concerned, and disregarding the divisions and 
branches of the systems involved not directly concerned 
in the carriage of the traffic between those points. 

On crossexamination on Saturday Attorney Wim- 
bish took Mr. Barham over the exhibits in the case with 
a view to compelling him to point out wherein trans- 
portation conditions in the groups mentioned differ from 
those in the group between Cincinnati and Atlanta. In 
some of the groups, mostly west of the Mississippi River, 
the average rates are lower and in some they are higher 
than the average rates between Cincinnati and Atlanta. 
As to many of the groups brought forward by Mr. Win- 
bish, Mr. Barham maintained that they are not compar- 
able without going into details indicating differences in 
transportation conditions. 

Attorneys for the carriers will bend all their efforts 
to show that the complaint should be dismissed for the 
reason that controlled the Commission in the complaint 
of the Cincinnati Shippers’ and Receivers’ Association, in 
which it sought to have a lower scale applied between 
Cincinnati and Chattanooga, because the testimony 
showed that the old Cincinnati Southern, now a part of 
a big system, was making exceptionally large profits. 
The Commission held that it could not disregard the less 
profitable branches of the Southern and the longer route 
of the Louisville & Nashville. 


When the case came before the Commerce Court 
Judge Archbald declared a dissenting opinion, in which 
he used strong language, one of the points that was 
made by him being that if the rule laid down by the 
Commission in dismissing the complaint is to be fol- 
lowed, the more railroads there are between given points 
the higher the rates must be, because the Commission 
appeared to be of the opinion that all have a right to 
live, even if they engage in traffic which they can carry 
only at great expense to themselves on rates which tothe 
direct line gives an unreasonable return. 


The hearing was enlivened on October 7 by a num- 
ber of protests made by Attorney Wimbish. He objected 
to N. B. Wright, general freight agent for the Central 
of Georgia, reading decisions by the Interstate Commerce 
Commission and opinions by judges in disposing of rail- 
road cases as part of his testimony. The hearing was 
carried on in the presence of Examiner Esch, a new 
member of the examiners’ staff, who had been in attend- 
ance at other sessions of the hearing before Commis- 
sioner Meyers. 

Mr. Wimbish said he had no objection to the widest 
possible latitude for real testimony, but he did object 
to the reading of decisions and the drawing of conclusions 
therefrom. He thought that work should be reserved 
for the argument of the matter. Mr. Esch caused the ob- 
jections to be entered on the record, but Mr. Wright 
continued with his reading. 

Strenuous objection was made when the witness as- 
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serted that, as a result of the making of rates in 1888 
by the state commission of Georgia, practically ali the 
railroads in Georgia went into bankruptcy. Mr. Wim- 
bish entered his objection in the middle of a sentence, 
the rest of which was “during the next ten or fifteen 
years.” The sentence then was that as a result of the 
state-commission-made rates practically all the railroads 
went into bankruptcy during the next ten or fifteen years. 

Mr. Wright was placed on the stand to show, by 
means of seven exhibits filed by him, that rates to At- 
lanta are lower than they might be if the Central of 
Georgia used the Georgia commission scale, the rate via 
Savannah being $1.05, as against a possible $1.18 by using 
the Georgia state rate. He contended that the water 
rate itself is abnormally low, as tested by the federal 
commission-made rate to Oklahoma applying via Galveston, 
which is the same as that prescribed by the Commission to 
Oklahoma and Texas points through St. Louis. 

To show that the Georgia commission-made rates are 
exceptionally low, Mr. Wright brought out the fact that on 
brick, lumber, watermelons, cantaloupes and other com- 
modities, which constitute the bulk of the tonnage on the 
Georgia Central, the Pennsylvania is permitted to charge 
a much higher rate in Pennsylvania, and the Baltimore 
& Ohio Southwestern is permitted to assess higher 
charges in Ohio. The disparity, as shown in some of 
the exhibits, is great. Apparently the Georgia-made rates 
between little local stations in many instances are as 
low as the rates between highly competitive points in 
Central Freight and Trunk Line territories. 

To show what the federal court of the northern dis- 
trict of Alabama thought of the Georgia scale, Mr. Wright 
read the opinion of Judge Jones, in which he held that 
an Alabamg statute requiring the roads that operate in 
both states to carry commodities in Alabama at a rate 
no higher than that they received in Georgia was con- 
fiscatory. Mr. Wimbish protested against that part of 
the testimony, but, of course, if the witness insisted on 
using the objectionable matter, the examiner was powerless 
to exclude it. 


New Boiler Inspection Rules 





The Commission on September 21 published the 
changes in boiler inspection rules, agreed upon some time 
ago, to become effective on January 1. 
amended, will read as follows: 

Twenty-nine: Siphon.—Every gauge shall have a siphon 
of ample capacity to prevent steam entering the gauge. 
The pipe connection shall enter the boiler direct and shall 
be maintained steam tight between boiler and gauge. 
The siphon pipe and its connections to the boiler must be 
cleaned each time the gauge is tested. 

Thirty-five: Setting of safety valves.—Safety valves shall 
be set to pon at pressures not exceeding 6 pounds above 
the working steam pressure. When setting safety valves, 
two steam gauges shal] be used, one of which must be so 
located that it will be in full view of the person en- 
gaged in settiug such valves, and if the pressure indicated 
by the gauges varies more than 3 pounds, they shall be 
removed from the boiler, tested, and corrected before 
the safety valves are set. Gauges shall in all cases be 
tested immediately before the safety valves are set, or any 
change made in the setting. When setting safety valves 
the water level in the boiler shall not be above the high- 
est gauge cock. 


The rules, as 
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IN THE COMMERCE COURT 


Calendar Called and Many Cases Continued or 
Assigned for Hearing at Future Date 





The Commerce Court began its fall term on Octobe 
8 with a call of its docket, during which cases were as 
signed for argument and argument was begun in th: 
Newport News case. Solicitor Farrell, for the Commi 
sion, announced that there would be a new order in th: 
Bowling Green case, so that for the present that litigatio: 
is suspended. 

In the argument of the Newport News case R. Walto: 
Moore read the petition of the complaining carriers as) 
ing for an injunction on the ground that the Commissio: 
had exceeded its powers in issuing an order requiring 
the petitioners, the Southern, the Atlantic Coast Line and 
the Norfolk & Western, to give Newport News the sam« 
rates on freight originating more than 150 miles fron 
that point that they accord to Norfolk, the chief ground 
being that, inasmuch as the rails of the complainin: 
carriers do not extend to Newport News, it is not within 
the power of the Commission to declare that they hav: 
been showing undue preference for Norfolk with corr: 
sponding disadvantage to the shippers of Norfolk, to 
which point their rails do extend. 

Blackburn Esterline stated the position of the gov- 
ernment, which is that, inasmuch as the Southern has 
floating equipment by means of which it brings freight 
to and from Newport News, it does reach that place and 
it does place Newport News at a disadvantage by reason 
of the higher rates it exacts on freight to and from that 
port. He called particular attention to the fact that th« 
Norfolk & Western uses the floating equipment of the 
Southern and that the Chesapeake & Ohio has offered th: 
use of its terminal facilities at any division the Commis- 
sion will prescribe and that the barrier, if any exists, 
to the petitioning carriers’ entry into Newport News 
is an artificial one erected by themselves. Professo! 
Needham set out at length the position taken by the Com 
mission in deciding that the carriers discriminate against 
Newport News, which is not a small place, as alleged 
by the petitioners, but a port which has greater import 
and export business than Norfolk, which they represent 
to be a much more important place than Newport News 

S. O. Bland, for the Newport News Chamber of Com 
merce, the complainant before the Commission and an 
intervener in the Commerce Court, devoted himself to 
a statistical presentation to show the importance of New 
port News, and then M. Carter Hall, representing the 
petitioners, entered into an extended discussion of th¢« 
British and American cases under the discrimination se: 
tions of the English and. American statutes, claiming that 
this case is on all fours with the leading ones cited b) 
all the text writers under the foundation proposition 
that there can be no discrimination between places whe! 
the lines of the carriers involved do not reach the plac: 
that complains and the place which it is asserted is 
given an undue preference. In his argument at the Tues 
day morning session he ignored the floating equipment, o1 
the existence and use of which the Commission predicated 
its finding of fact that the lines of the petitioning carriers 
do extend to Newport News. He said the petitioning 
earriers have no agents at Newport .News.. 


Answering a question by Judge Mack as to how they 
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handle the import and export traffic, if they have no 
agents in Newport News, he said they were advised of 
the coming of the ships and sent their barges to get the 
freight, but the judge did not ask who sent the advices 
as to the coming of the ships. 


Tuesday, October 8, 1912. 


Present: Presiding Judge Knapp and Judges Hunt, 
Carland and Mack. 

The following attorneys were admitted to practice: 
Arthur E. Goddard of New York, William A. Colston of 
Kentucky, Willis I. Lewis of New York, Clarence A 
Farnum of New York, S. O. Bland of Virginia, Charles C. 
Berkeley of Virginia, R. G. Bickford of Virginia, William 
S. Fitzpatrick of Kansas, Chester O. Swain of New York, 
M. Carter Hall of Virginia, A. L. Wilson of Missouri, and 
F. L. Crawford of New York. 

Nos. 18 and 19. Russe & Burgess et al. vs. Interstate 
Commerce Commission, respondent, United States et al., 
interveners: J. W. Thompson Lumber Co, et al. vs. Inter- 
state Commerce Commission, respondent, United States 
et al., interveners; to set aside an order of the Inter- 
state Commerce Commission denying an award of rep- 
aration on lumber shipments. Dismissed for want of 
jurisdiction, on authority of Procter & Gamble. 

No. 84. United States vs. Central Railroad Co. of New 
Jersey; to restrain the Central Railroad Co. of New Jer- 
sey from issuing free passes to employes of bus lines 
not subject to the Act to regulate commerce. Dismissed 
on motion of petitioner. 

The calendar was called and cases were continued 
or assigned for argument as follows: 

Nos. 81 and 83 were continued to the next calendar. 

Nos. 41, 56, 64, 86 and 52 were passed indefinitely. 

No. 38. Baltimore & Ohio Railroad Co. et al. vs. United 
States, respondent, I. C. C. et al., interveners; to set 
aside an order of the Interstate Commerce Commission 
affecting lighterage charges on sugar in and near New 
York harbor. Testimony to be taken Oct. 14, 1912; as- 
signed for argument, Oct. 21, 1912. 

No. 70. Lehigh Valley Railroad Co. vs. United States, 
respondent, I. C. C., intervener; to set aside an order 
of the Interstate Coommerce Commission prescribing the 
rates on anthracite coal from the Wyoming coal region 
of Pennsylvania to tidewater at Perth Amboy, N. J. Sec- 
ohd Meeker case. For hearing Oct. 23, 1912. 

No. 74. Louisville & Nashville Railroad Co. et al. vs. 
United States, respondent, Interstate Commerce Commis- 
sion, intervener; to set aside an order of the Interstate 
Commerce Commission prohibiting discrimination against 
Chicago and Cook County junctions in charging higher 
proportional rates on coarse grain in carloads when com- 
ing via Chicago than via other routes. For hearing Oct. 
22, 1912. 

No. 75. Prairie Oil and Gas Co. vs. United States; 
No. 76, Uncle Sam Oil Co. vs. United States; No. 77, 
Robert D. Benson et al. vs. United States; No. 78, Ohio 
Oil Co. vs. United States; No. 79, Standard Oil Co. vs. 
United States; No. 80, Standard Oil Co. of Louisiana vs. 
United States; No. 85, United States Pipe Line Co. vs. 
United States, Interstate Commerce Commission, inter- 
vener. Pipe line cases; to set aside an order of the Inter- 
state Commerce Commission requiring 13 designated pipe- 
line companies to file with the Commission schedules 
of their rates and charges for the transportation of oil, in 
compliance with the provisions of the Act to regulate 
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commerce. For hearing Oct. 24, 1912. Petitioners given 
until October 19 to file briefs, respondents until October 24. 

No. 82. Southern Railway Co. et al. vs. United States, 
respondent, Interstate Commerce Commission, intervener; 
to set aside an order of the Interstate Commerce Com- 
mission prohibiting the petitioners from charging higher 
rates on freight between Newport News, Va., and points 
in certain prescribed territory than between Norfolk, Vi, 
and the same points. Chamber of Commerce of Newport 
News, Va., granted leave to intervene. Interstate Com- 
merce Commission granted leave to withdraw motion to 
dismiss and file answer. Hearing on application for tem- 
porary restraining order; argument commenced by R. 
Walton Moore and M. Carter Hall for petitioners, and 
continued by S. O. Bland and R, G. Bickford, for Cham- 
ber of Commerce of Newport News, and Charles W. Need- 
ham for Interstate Commerce Commission. 

Adjourned to Wednesday, October 9, at 10:30 a. m. 


Wednesday, October 9, 1912. 

Present: Presiding Judge Knapp and Judges Hunt, 
Carland and Mack. 

No. 38. Baltimore & Ohio Railroad Co. et al., vs. 
United States, respondent, Interstate Commerce Commis- 
sion et al., interveners; to set aside an order of the 
Interstate Commerce Commission affecting lighterage 
charges on sugar in and near New York harbor. The 
United States was granted leave to withdraw its answer 
and to file a motion to dismiss. 

No. 82. Southern Railway Co. et al. vs. United States, 
respondent, Interstate Commerce Commission et al., inter- 
veners; to set aside an order of the Interstate Commerce 
Commission prohibiting the petitioners from charging 
higher rates on freight between Newport News, Va., and 
points in certain prescribed territory than between Nor- 
folk, Va., and the same points. Hearing on application 
for temporary restraining order. Argument concluded by 
R. Walton Moore for petitioners. Taken under advise 
ment. 

Adjourned to Monday, Oct. 21, 1912, at 10:30 a. m. 

Presiding Judge Knapp made the following assign- 
ments: October 21, No. 38, the New York sugar lighter- 
age case; October 22, No. 74, the Cook County junction 
grain rate case; October 23, No. 70, the Lehigh coal rate 
case; October 24, No. 75 and other pipe line cases. 


BOSTON GETS TRAFFIC EXPERT. : 


Edwin J. Clapp, assistant professor of trade and 
transportation in the New York University School of 
Commerce, has been appointed traffic expert of Boston, 
Mass, He has been granted a year’s leave of absence, 
which will be spent studying conditions in Boston and 
other Atlantic coast cities. Dr. Clapp is a graduate of 
Yale and received a doctor’s degree from the University 
of Berlin. He was instructor in economics in Yale be- 
fore going to the University of New York, and is the 
author of well-known books on trade and traffic condi- 
tions. 

Alexander Ots, vice-president of the Storage Battery 
Power Co., San Francisco, reports that his organization 
is putting on the market a new type of commercial wagon 
for light delivery and expects to make a heavier type, 
to carry about 1,000 pounds, for next year’s trade, 

This company covers Western United States and Can- 
ada, Mexico and the Pacific islands belonging to the 
United States in its selling territory. 
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EXPRESS COMPANIES REPLY 


Five Leading Express Companies Answer Com- 
mission’s Order on Practiccs, Accounts, 
Rates and Revenues 





Before the Interstate Commerce Commission. 

NO. 4198. IN THE MATTER OF EXPRESS RATES, 
PRACTICES, ACCOUNTS AND REVENUES. 
Response of Adams Express Co., American Express 

Co., Southern Express Co., United States Express Co. 

and Wells, Fargo & Co. to the order made by the Inter- 

state Commerce Commission as of the 8th day of June, 

1912, in this proceeding. 

The above-named express companies (hereinafter 
collectively referred to as respondents) for response to 
the above-mentioned order of the 8th day of June, 1912, 
respectfully state to this honorable Commission: 


I, 
WAYBILLS, LABELS AND COLLECTION OF CHARGES. 


Pursuant to said order, respondents put into use 
on the first day of September, 1912, the waybills and 
labels therein referred to, and on and since that date 
have made it a practice to attach to each package re- 
ceived for transportation the proper label and waybill 
showing whether charges upon such package have been 
prepared or are to be collected at point of destination; 
and on said date adopted, published and filed a rule that 
in. the event that a package reaches destination bearing 
no label or waybill showing whether charges have been 
prepaid or not, such package shall be forthwith delivered 
to the consignee without collection of any charges at 
the time of delivery. 

Il. 


OTHER RULES, REGULATIONS AND PRACTICES. 


Respecting the other rules, regulations and prac- 
tices referred to in the Commission’s report accompany- 
ing the said order, response is made as follows: 

Respondents have already put into effect the Com- 
mission’s views as to the following: 

The changes in Rule 3 (Commission’s Report, pp. 
405, 406) as to prepayment of charges so as to conform 
to the new form of waybill and label prescribed for 
prepaid shipments. 

The changes in Rule 15° (Commission’s Report, pp. 
410, 411) as to carload and bulky shipments for the pur- 
pose of avoiding obscurity and discrimination. 

Respondents will adopt, at such time as the Com- 
mission may approve, the Commission’s views upon the 
following subjects: 

Change in Rule 5 (Commission’s Report, p. 406) so 
as to define the pick-up and delivery service. 

Change in Rule 6 (Commission’s Report, pp. 396, 
397, 406), with a view to obviating delays in the settle- 
ment of claims for loss and damage, for notice to the 
consignor and consignee, if known, of non-delivery or 
loss, for acknowledgment of claims in writing, and for 
giving within six months written notice of disposition. 

Change in Rule 9 (Commission’s Report, pp. 407, 
408) relative to the assessment of charges upon aggre- 
gate shipments and reducing the minimum average pack- 
age weight, upon the basis of which charges shall be 
applied to such shipments, from 20 pounds to 10 pounds. 

Change in Rule 10 (Commission’s Report, pp. 408, 
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409) relative to the return of undelivered packages by 
freight, modifying the practice in that respect and reduc 
ing the charge from 25c per 100 pounds within minimum 
charge of 50c, to 10c per 100 pounds, with a minimum 
charge of 25c. 

Provision (Commission’s Report, p. 412) for the 
return of all C. O. D. collections within 24 hours afte 
delivering such shipments and for the prompt paymen 
of claims for C. O. D. collections on presentation oj 
proper proof of delivery and failure to make return. 

Change in Rule 11 (Commission’s Report, pp. 397, 
409) providing for a more definite statement concerning 
the assessment of valuation charges and calling for a 
reduction of insurance charges on shipments valued in 
excess of $50, so that such charge shall be 10c for each 
$100 or fraction thereof in excess of $50, thereby wiping 
out the present 15c charge when the merchandise rate 
is more than $3 and the present 20c charge when the 
merchandise rate is over $8. 

The view (Commission’s Report, pp. 399 to 401) 
that the special whisky prepaid rate and Section E 
rates and Section A rates should be abolished so as to 
avoid the possibility of unjust discrimination in that 
regard. 

Respondents refer to the discussion (Commission’s 
Report, pp. 395, 396) as to the express receipt, and 
state that they have agreed with the representatives 
of the Commission and with the representatives of the 
shippers upon a form of receipt, and respondents will, 
at such time as the Commission may approve, put into 
effect the form of receipt so agreed upon, and also the 
change in Rule 1 (Commission’s Report, pp. 404, 405) 
as to the statement of value. 

Respondents wish to meet the view (Commission’s 
Report, p. 400) for the avoidance of possible unjust dis- 
crimination resulting from the use of Section D rates, 
and wish to confer further with the Commission to see 
if such possibility cannot be avoided by a modification 
of the present rule applicable to that rate without thé 
necessity of abolishing the rate entirely. 

Respondents earnestly desire to meet the Commis 
sion’s views relative to the avoidance of overcharges 
and. undercharges, and to that end, in line with the 
Commission’s recommendation on page 392, have ap 
pointed a committee of accounting officers for the pur 
pose of considering a proper system to carry out the 
suggestions of the Commission as to revision of charges 
at destination station upon receipt of the waybill befor 
making collections on collect shipments, and as to revi 
sion of prepaid waybills at point of origin and refund 
of overcharges within 24 hours. 

Respondents have also appointed a committee to 
prepare a directory of express stations according to the 
proposed block system and a directory defining in specifi: 
terms the gathering and delivery limits within which 
free pick-up and delivery service is made by respondents 
under their published rates, and respondents expect on 
or before Noy. 15, 1912, to submit a definite report as 
to the progress made by such committee. 


Respondents have also appointed a committee with 
a view to carrying into effect that portion of the Com 
mission’s order relative to the establishment and joint 
publication of through routes between the principal 
points in the United States, for the purpose of avoiding 
circuitous routing of shipments in the manner set forth 
by the Commission in its report on pages 392 to 394, 
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and respondents expect on or before Nov. 15, 1912, to 
submit a definite report as to the progress made by 
such committee. Respondents construe said portion of 
said order and report as confined to the correction of 
any evils of circuitous routing, and as not intended to 
require of respondents, or any of them, the establish- 
ment or use of through routes not provided for by the 
Act to regulate commerce and its amendments. 


Ill, 
RATES. 


Rate Simplification Will Be Adopted, but Proposed 
Method of Rate Construction Unjust. 


Respondents show that the rate plan outlined in the 
Commission’s order and report involves two distinct 
aspects: (a) simplified rate statement, which can be put 
into effect without general rate reduction, and (b) an 
entirely new method of rate construction, which is not 
necessary to simplified rate statement, and which would 
produce rates that would be far below what are just and 
reasonable rates, and that would be utterly destructive 
of the rights of these respondents. 

Respondents are prepared, in addition to the changes 
above mentioned in their rules, regulations and prac- 
tices, to provide a simplified method of stating rates 
from block to block upon the general theory proposed by 
the Commission, with a view to accomplishing in. every 
instance the greatest possible ease, quickness and accu- 
racy in the ascertainment and application of the legal 
rate. Respondents believe that the said changes in 
rules, regulations and practices, together with such 
simplified method of rate statement, will provide a sys- 
tem of classification and rates more universal, more 
uniform and more easily understood and capable of 
quicker and more accurate application than has ever 
existed in this country with respect to any carrier of 
property subject to the Act to regulate commerce. Re- 
spondents say that such objects are independent. of and 
will not be promoted by any method of rate construc- 
tion involving the reduction of the general level of rates, 
and that under the Act to regulate commerce and its 
amendments no reduction in the general level of rates 
can be justified on the ground that it is regarded as a 
means of simplifying the statement of rates. 

Respondents will now proceed to show that the Com- 
mission’s proposed method of rate construction involves 
radical reduction in the general level of .rates, is not 
authorized by the Act to regulate commerce and its 
amendments, and produces rates which are unjust, unrea- 
sonable and destructive of the rights of these respond- 
ents. 

Proposed Method of Rate Construction Would Destroy 
All Profit and Produce Enormous Deficit. 


Respondents did not receive from the Commission, 
in finally corrected form, the rates annexed to the Com- 
mission’s order until Sept. 16, 1912, and, of the additional 
rates since received, it has been possible to use, in 
preparing this response, only those rates received up to 
and including Sept. 23, 1912. By using upon their mer- 
chandise traffic the rates received up to said last-men- 
tioned date, and upon the basis of the domestic trans- 
portation operations for the fiscal year ending June 
30, 1912 (the month of June, 1912, being estimated on a 
proportionate basis for the Adams Express Co. and the 
American Express Co.), respondents now estimate the 
losses which would result from the application of the 
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Commission’s proposed method of rate construction as 
follows: 

[These figures are given in the report of the hear- 
ing in Mr. Hines’ statement, as published elsewhere.— 
Editor. ] 

While the proposed rates would also affect the 
revenues from traffic which would take less than mer- 
chandise rates, it is not practicable to estimate satisfae- 
torily at this time the effect as to such other traffic, but 
it is believed that probably some additional loss will be 
found to result with respect thereto. 

Respondents annex as part hereof a_ statement 
marked “Exhibit A,” showing for each of respondents 
additional details as to the methods employed in making 
the above estimates. [{Omitted.—Hditor.] 

The above estimates assume that if the Commission’s 
proposed method of rate construction were adopted re- 
spondents would get the full benefit of the occasional 
increases in rates involved therein, but in many instances 
respondents believe that as a practical matter they could 
not make such increases and retain the business. 

The foregoing estimates are based upon the results 
of the application by each respondent of the proposed 
rates between points on its own line. In the limited 
time available it has been impossible to apply the Com- 
mission’s proposed rates to interline business, i. e., busi- 
ness moving between points on the line of such re 
spondent and points on the line of any other express 
company. The losses resulting from the application of 
the Commission’s proposed rates would be substantially 
heavier with respect to such interline business, and 
therefore would tend to make gtill larger the foregoing 
estimates of loss. 

The losses thus indicated do not take into account 
the increased operating cost which respondents will 
incur on account of the changes in practices which the 
respondents have made and will make in accordance 
with the Commission’s views. The estimates assume that 
the respondents will continue to enjoy in the future a 
volume of business equal to that enjoyed in the past; 
but, as will be shown below, the adoption of the parcel 
post provision removes the basis for this assumption. 

Thus it now appears that the rates proposed by 
the Commission would, if applied to existing business of 
these five respondents, create an aggregate loss in total 
operating revenues of $27,203,287, would wipe out their 
entire profit, which on an average does not exceed 3.81 
cents on the dollar of revenue collected, and would 
entail an aggregate net loss of $12,159,913 per year, pro- 
ducing for them an aggregate deficit of $6,743,622, with 
the result that, instead of making any profit, they would 
on an average lose about 5.87 cents on every dollar of 
revenue collected. 

Respondents submit that rates indicating such re- 
sults are unjust, unreasonable, contrary to the statute 
and destructive of respondents’ rights. 


The showing which respondents can now make is 
necessarily incomplete, because they have net been sup 
plied with all the rates proposed by the Commission and 
were supplied with only a small percentage of such 
rates in time to make the above estimates; and the 
final reports of respondents for the fiscal year ending 
June 30, 1912, have not been completed, so that the 
estimates above shown are necessarily subject to revi- 
sion; but, so far as concerns the effect of the rates 
already furnished and employed in respondents’ esti- 
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mates, said estimates are substantially correct. The 
estimates so submitted have necessarily been made by 
.the respondents’ own officers and employes without 
opportunity to have their work examined or checked by 
representatives of the Commission, and respondents re- 
spectfully suggest that no such radical plan of rate 
revision should be ordered in advance of full inquiry 
(based upon all the proposed rates) by the Commission, 
through its own experts, acting in conference with the 
experts of the respondents, to the end that the Commis- 
sion may satisfy itself fully as to the real effect of 
said rates upon these respondents. 

Respondents will co-operate in every way in their 
power to aid and expedite such an inquiry, to the end 
that the facts may be fully and promptly ascertained. 

Respondents further point out that, from the best 
estimates they can make at present, the Commission’s 
proposed rates mean a reduction of not less than 11 
cents in the total revenue per package on the express 
business of the United States, and that on the basis of 
the Commission’s statement (Report and Opinion, p. 420) 
that one cent per package yields to the express com- 
panies $3,000,000 in revenue, the Commission’s proposed 
reductions mean a loss of revenue aggregating not less 
than $33,000,000. 


The Commission’s Rule Does Not Justify Any Reduc- 
tions in the General Level of Rates. 


Respondents state that neither said reductions nor 
any reductions in the general level of rates are justified 
by the rule which the Commission has announced in its 
report and opinion herein, to wit, that an express com- 
pany should not be allowed to charge more than a rail- 
road company if the latter undertook to and did give 
the same service. Respondents ask that the Commission, 
before undertaking to enforce any reduction in the gen- 
eral level of rates upon the basis of said rule, shall 
cause full inquiry to be made into the facts pertinent 
to said rule. Respondents aver their belief that any 
such inquiry will disclose that the railroad companies 
served by these respondents, if such railroad companies 
themselves undertook to and did give an express serv- 
ice similar to that afforded by respondents, would be 
found to be entitled to impose substantially higher rates 
in the aggregate than are imposed by the respondents 
at the present time. Respondents say that such inquiry 
would also develop the fact that in the event each of the 
several hundred railroad companies in the United States 
served by respondents undertook to perform its own ex- 
press service, the public, in addition to having to pay 
higher rates, would in many respects get a much less 
expeditious, efficient and convenient express service 
than the public enjoys at present. 

Respondents submit that said rule by which the Com- 
mission proposes to test the reasonableness of express 
rates is a rule which is fairly susceptible of being ap- 
plied through obtaining and analyzing important facts 
which are capable of being approximately ascertained, 
and respondents respectfully request that a thorough 
and detailed study be made of such facts controlling the 
application of such rule before any final order shall be 
made reducing the rates of these respondents on the 
theory of such rule. 


Ne Showing That Present General Level of Express 
Rates Is Unjust or Unreasonable. 


Respondents submit that there has been no showing 
whatever before the Commission that the general level 
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of their rates is unjust or unreasonable, in violation o! 
the Act to regulate commerce or its améndments. On 
the contrary, respondents aver that the general leve 
of their rates is entirely just and reasonable. 

Respondents state that, considering the peculia 
characteristics of the express service, respondents 
charges are as to the respective specific transactions, 
entirely just and reasonable, and, in fact, exceeding]: 
moderate for the highly valuable and convenient servic« 
rendered. 

The general level of express rates has not increased 
in recent years, although the prices which the express 
companies have to pay for materials and labor and the 
taxes which they have to pay have very heavily increased, 
and although the operating conditions, especially on ac 
eount of increasing congestion in cities, have become ver) 
much more burdensome. 

The rates have been such as to promote the rapid 
development of the express business of these respond 
ents, which has grown much more rapidly than eithe: 
the passenger or freight business of the country. 

The increasing burden of expense has very substan 
tially reduced the respondents’ rate of profits, so that 
the indications are that for the fiscal year ending June 
30, 1912, the average rate of profits for these five re 
spondents will probably be less than 4 cents per dolla: 
of revenue collected. In Kindel vs. Adams Express Co., 
13 I. C. Rep., 475, the Commission held the question as 
to the profits of the express companies to be an inquiry) 
of especial importance, and indicated that a profit con- 
siderably in excess of 4 cents on the dollar would not 
be regarded as too great. 

Respondents further state that, notwithstanding the 
fact that there has been no increase in the general 
level of rates, and notwithstanding the increase in ex 
penses and taxes, respondents, in recent years, have sub 
stantially improved their service in efficiency, expedition 
and certainty, and now propose, through putting into 
effect the various changes in rules, regulations and 
practices approved by the Commission, to render that 
service still more satisfactory, efficient and certain, 
thereby increasing the value of the service to their 
patrons without increasing the charge therefor, but at 
the same time increasing the cost of the service to re 
spondents. 

Respondents submit that the absence of any showing 
before the Commission that the general level of respond- 
ents’ rates is unjustly and unreasonably high, is of itself 
a conclusive reason why, under the Act to regulate 
commerce and its amendments, there should be no re 
duction in the general level of respondents’ rates, and 
respondents insist, in addition, that all relevant facts 
concur to establish the proposition that the general 
level of respondents’ rates is not unjust or unreasonable. 


The Commission’s Method of Rate Construction. 


The Commission has advised these respondents that 
the rates it has proposed have been arrived at upon 
the following basis: 

The rate for a package of any weight is based upon 
an arbitrary allowance of 20 cents for the handling of the 
package by the express company or companies, regard 
less of the weight of the package, plus an additional 
charge, which varies directly with the weight of the 
package. This additional charge is made up on the 
basis of a charge per 100 pounds, which is composed of 
an arbitrary of 25 cents per 100 pounds, on account of 
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service, such as use of stations, express messengers, 
risk and administration expense, plus a haulage charge 
which varies with distance. For example, for a package 
weighing 100 pounds the total rate is the arbitrary of 
20 cents for the package, plus the arbitrary of 25 cents 
per 100 pounds, plus the haulage charge per 100 pounds 
for the distance the package is carried. If the haulage 
charge for that distance be $2, then the total rate is 
20 cents, plus 25 cents, plus $2. If the package weighs 
one pound the rate is 20 cents, plus one-hundredth of 
the arbitrary of 25 cents, plus one-hundredth of the 
haulage charge, or, for the distance last assumed, 20 
cents, plus one-hundredth of $2.25, or, disregarding the 
fraction, 22 cents. In zone 4 the arbitrary per 100 
pounds is understood to be 55 cents instead of 25 
cents, 

Respondents attach a statement setting forth the 
method by which the Commission proposes to arrive at 
the rate per 100 pounds. The rate per 100 pounds being 
thus ascertained, the rate for a less weight for the same 
haul is ascertained by deducting 20 cents from the rate 
for 100 pounds, dividing the remainder by 100, multiply- 
ing the quotient by the weight of the package, and to 
the product adding 20 cents. 

By way of further explanation of their understanding 
of the Commission’s proposed method of constructing 
rates, respondents state that the Commission’s block 
system of stating rates has nothing whatever to do with 
the Commission’s proposed method of making rates, but 
that the rates are made, regardless of the geographical 
blocks used for stating rates, upon the basis of mile- 
age, 560 miles being taken as the unit of mileage. The 
total mileage for a given haul is ascertained by com- 
puting the mileage between some point in the geo- 
graphical block in which the point of shipment is lo- 
cated and some point in the geographical block in 
which the point of destination is located. Respondents 
are not advised that any rule has been adopted, or any 
uniform practice has been observed, whereby to deter- 
mine the typical point in a geographical] block, for the 
purpose of computing mileage, and understand, more- 
over, that one point may be selected as the typical point 
in a geographical block for certain hauls and another 
point in the same geographical block may be selected 
as the typical point for other hauls. 

Under the Commission’s proposed method of rate 
construction respondents understand that all services per- 
formed before the package is received upon the train 
for its rail transportation, and all services performed 
from the moment the package leaves the train at the 
expiration of the rail transportation, are intended to be 
compensated for by the arbitrary allowance of 20 cents 
per package. In other words, no more compensation is 
provided for a package weighing 100 pounds than for 
a package weighing one pound. Respondents point out 
that such a method of rate construction makes no allow- 
ance whatever for the greater cost and service incident 
to the handling of packages of great weight than may 
be incurred in the handling of packages of small weight. 
Respondents admit that in some important respects the 
cost and service of handling are practically independent 
of the weight of the package, but claim that in other 
important respects such cost and service are substantially 
affected by the weight of the package. For example, 
large packages take up more room at stations, occupy 
more space on trucks and require greater force and time 
for handling than small packages. 
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Under the Commission’s proposed method of rate 
construction, respondents understand that all services (in- 
cluding transportation) performed from the time the pack- 
age is received upon the train for its rail transportation 
until the moment the package leaves the train at the 
expiration of its rail transportation, are intended te be 
compensated for by the haulage charge, which varies di- 
rectly with the weight of the package. In other words, 
100 packages, each weighing one pound, will pay no more 
compensation for the services mentioned in this para- 
graph than a single package weighing 100 pounds, al- 
though the 100 packages weighing one pound each will 
require far more car space arid far more time and care 
in loading, unloading and transferring than the single 
package weighing 100 pounds. ; 

The Commission’s proposed method of making rates 
seeks to put into effect a mere mathematical formula for 
rate construction, whereas the Act to regulate commerce 
does not require rates to be made according to any math- 
ematical formula, and the Commission has never sought 
to apply any such formula to any other class of carriers 
subject to the Act to regulate commerce. Respondents 
submit that the express business ought not to be singled 
out as the only business subject to the Act to regulate 
commerce with respect to which mathematical formula 
is to be applied for constructing rates, especially when 
the application of such formula produces rates so low as 
to be destructive. 


Respondents state that even though the Commission’s 


method of rate construction may have been based upon. 


some assumed average figure designed to make adequate 
allowance for the cost to the express companies plus a 
fair profit, yet the ultimate fact is that when the Com- 
mission’s proposed rates are applied to the actual busi- 
ness, they do not produce any profit, or even provide for 
the cost of the service, but reduce revenues to such an 
extent as to wipe out all profit and create heavy deficits. 

The Commission’s method of rate construction results 
in making rates without any regard whatever to the prac- 
tical question as to how much compensation the express 
companies are compelled to pay, and will continue to be 
compelled to pay to the railroads for the transportation 
of the express traffic, and without allowance for such im- 
portant features in raie-making as the density of the 
of the traffic and the value of the service to the shipper. 

The Commission’s method of rate construction pro- 
duces rates which are, generally, except upon the pack- 
ages of the smallest weights and for the shortest dis- 
tances, substantially. lower than the rates at which the 
government itself proposes to carry packages in the parcel 
post, hereinafter referred to, although the service ren- 
dered by the express companies is, and will be, in many 
respects, a much greater and more convenient service than 
will be rendered by the parcel post. 

The parcel post legislation has created a new condi- 
tion which did not exist when the Commission made its 
order, and which so fundamentally affects the express 
‘business that no order prescribing a new method of rate 
construction should be made at this time. 

After the Commission had completed its consideration 
of this proceeding and had made herein its order dated 
June 8, 1912, an Act of Congress was passed and was 
approved on Aug. 24, 1912, entitled “An Act making ap- 
propriations for the services of the Post Office Depart- 
ment for the fiscal year ending June 30, 1913, and for 
other purposes.” Said act provides in section 8 thereof 
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for the establishment, on Jan. 1, 1913, of a parce] post for 
the carriage of packages not exceeding 11 pounds in 
weight. 

The business of transporting packages not exceeding 
11 pounds in weight represents a very large proportion 
of the total business of these respondents. While upon 
a very great part of said transportation business in pack- 
ages not exceeding 11 pounds the rates proposed by this 
Commission are far below even the rates proposed by 
the government itself, yet on a very substantial part of 
said transportation business in parcels not exceeding 11 
pounds in weight, especially as to parcels of the smallest 
weights and for the shortest distances, the rates of the 
parcel post aré lower than the rates proposed by the 
Commission; therefore, as to the business affected by 
such lower parcel post rates, these respondents will pre- 
sumably lose their business, or a very large part of it, to 
the parcel post. In view of this loss in volume of busi- 
ness with which respondents are confronted, it is mani- 
fest that the loss of gross revenue to these respondents, 
if they should put into effect the rates proposed by the 
Commission, would not be limited to the losses of revenue 
hereinbefore set forth, and which have been based upon 
respondents retaining their existing volume of business, 
but. would include, in addition, serious losses in gross 
revenue, due to the loss of business to the parcel post. 

Moreover, the radical change in the character of re- 
spondents’ business which may be brought about by the 

loss to the parcel post of a great yolume of the smaller 
' packages will altogether upset any figures which the 
Commission may have made as to the apparent average 
cost per package to respondents of handling their busi- 
ness. All such averages have necessarily been based 
upon past experiences, which included a vast number of 
small packages. The relatively smaller cost of handling 
these small packages has diminished the average cost 
of handling all packages. The result of the loss of these 
small packages to the parcel post will be that hereafter 
the average cost of handling packages will be greater than 
in the past. 

The said Act of Congress of Aug. 24, 1912, establish- 
ing the parcel post has created a business condition of 
fundamental importance which did not exist when the 
Commission’s order was made and which of itself may, 
and probably will, very largely revolutionize the business 
of respondents and other express companies. Any re- 
construction of the charges of respondents should take 
into consideration this new and formidable condition 
which promises radically to reduce the volume of busi- 
ness which respondents can hope to enjoy. Thus, by 
the establishment of the parcel post, the express business 
has been put into a very critical experimental stage. Re- 
spondents submit that this new and revolutionizing con- 
dition of itself requires that no general scheme of reduc- 
tion in rates should be put into effect at this time. 

Respondents aver that from the public standpoint the 
adoption of the parcel post legislation has removed any 
reason which before the adoption of that legislation the 
Commission may have believed to exist for an immediate 
reduction of express charges, because, by virtue of the 
adoption of the parcel post the public, in the shipment 
of packages up to 11 pounds (and up to such greater 
weight as the postmaster-general, with the consent of the 
Interstate Commerce Commission, may prescribe), will 


hereafter have the option of employing the governmental 
service. 
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Even without reduction in the general level of rates, 
respondents will have to make important reductions in 
rates, in carrying out their purposes to put into effect 
the Commission’s views as to changes in rules, reguia- 
tions and practices and as to simplification of rate state- 
ment, 

The carrying into effect of the Commission’s views, as 
hereinbefore indicated, as to rules, regulations and prac- 
tices will involve numerous substantial reductions in reve- 
nue. Moreover, the proposed simplification of rate state- 
ment will bring about a serious loss of revenue for this 
reason: At present all the points in what will constitute 
a geographical block are not common points and generally 
take different rates. When the respondents shall adopt 
the plan of stating rates by such blocks, the result will 
be generally that the rates which shall be adopted for 
all points in a block will be the rates of that point in 
the block which already enjoys the lowest rates. 
Thereby, generally speaking, the rates from all other 
points in the block will be brought down to the lowest 
level enjoyed by any point in the block. 

In view of all the considerations above set forth, re 
spondents submit that they ought not to be required 
or expected at this time to suffer any reduction in rates 
or loss of revenue in addition to the substantial reductions 
here indicated and the substantial loss of revenue neces- 
sarily incident to the adoption of the parcel post. 


Conclusion, 


Respondents state that the Commission, under the 
Act to regulate commerce and its amendments, has no 
authority to make or enforce the order it has made, either 
as to the method of rate statement or as to the method 
of rate construction, and that the rates the Commission 
has proposed are without warrant under the Act to regu- 
late commerce and its amendments, are unjust and un- 
reasonable and destructive of the rights of these respond- 
ents. . 

Furthermore, respondents submit that, aside from all 
other considerations, the new and necessarily untried con- 
ditions created by the parcel post legislation justify and 
require the holding in abeyance at this time of any new 
method of rate construction involving any reduction in 
the general level of express rates. 

Walker D. Hines for all respondents. 

T. B. Harrison for respondent Adams Express Co. 

J. W. Welsh and T. B. Harrison for respondent Ame! 
ican Express Co. 

George L. Shearer for respondent Southern Express Co 

Frank H. Platt for respondent United States Express 
Co. 


C. W. Stockton for respondent Wells, Fargo & Co. 





Suspends Class Rate Advances 





By order entered in Investigation and Suspension 
Docket No. 118, the Interstate Commerce Commission has 
further suspended from Oct. 8, 1912, until April 8, 1913, 
supplement 28 to Chicago, Milwaukee & St. Paul Railway 
Tariff I. C. C. B-1132, which contains advances in class 
rates between certain stations located in Iowa, North Da- 
kota and South Dakota. 

This supplement was originally suspended from June 
10 until Oct. 8, 1912. 
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Conducted by 
CHARLES CONRADIS, 
General Counsel, The Traffic Service Bureau. 


In this aepartment we shali answer simple questions relating 


to the law of interstate transportation of freight. Readers 
desiring special service by requiring immediate answer may 
secure privately written answers to their inquiries by the pay- 
ment of a small fee, given on application. 

Address Legal Department, The Traffic Service Bureau, 
Colorado Building, Washington, D. C. 


Carrier Not Liable Where Wrong Delivery Induced by 
Misdirection of Goods, 


Pennsyivania—‘“An interstate less-than-carload ship- 
ment was made from a point in New Jersey to a point 
of destination in New York state. It has developed that 
the bill of lading bore the correct destination and de- 
livery, but the pieces in the shipment were incorrectly 
marked, and on account of which were delivered to the 
wrong place and resulted in considerable additional ex- 
pense. Please advise whether the destination of the bill 
of lading or marks on the articles should govern where 
the two destinations conflict, for I believe I recall the 
decision of some court which held that incorrect marking 
of a shipment would justify the carrier in ignoring the 
bill of lading destination in favor of the marking of the 
articles.” 

“Also, if in the absence-of any specific legislation 
governing such matters, would it not be incumbent upon 
the initial carrier to notify the shipper of the con- 
flict between the destinations, and, in the absence of such 
notification, would not the common carrier be responsible 
for failure to have effected delivery in accordance with 
bill of lading contract, even though the shipper stenciled 
the shipment with incorrect destination?” 

If the address has been incorrectly printed on the 
package by the shipper, and the correct address is given 
in the receipt by the carrier, it has been held, in an 
action against the carrier for failure to deliver, that the 
carrier may show that the address on the package was 
incorrect, and that it had made an effort to deliver at 
that address. While the receipt is prima facie evidence 
of the actual address, yet it is not conclusive, and other 
evidence is admissible to show the address upon the 
package. So held the court in the case of Cappel vs. 
Wier, 92 N. Y., Supp. 365. 

But, if, notwithstanding the misdirection, the carrier 
knows the true direction, or if, by the use of ordinary 
diligence, it could ascertain the true direction, it would 
not be excused for a misdirection. Where the carrier 
knows that the goods are misdirected, it should not accept 
them, but should await correct direction; and if it does 
accept them and send them forward, it will be liable for 
their loss. But, in the absence of actual knowledge of 
such misdirection, the law does not impose an implied 
knowledge in the carrier in the sense of requiring it to give 
notice to the shipper of the misdirection. 

* K * 
Misquoting Through Rate to Canada. Delivering Carrier 
Must Collect Undercharge From Either Con- 
signor or Consignee. 


Canada.—“In May, 1910, a firm in New Orleans shipped 
a carload of rosin to a firm at Calgary, Alta., which was 
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sold at a price delivered at Calgary. The shippers claim 
to have been quoted a through rate of 99 cents per 106 
pounds, and in support of this statement produced a 
bill of lading showing the rate to be 99 cents and pre- 
paid on this basis. The proper through rate at the time 
of shipment was $1.42, which the consignee does not 
dispute. On arrival of the car it was placed at the con- 
signee’s warehouse, and at the same time an expense 
bill was presented to him to collect. Consignee made 
no protest at the time, but had the freight unloaded into 
his warehouse, and the railway company did not attempt 
to collect the charges until a week or ten days later, when 
their regular account was presented. Then the consignee 
declined to pay, because he bought the shipment f. o. b. 
Calgary, and produced the shipper’s bill of lading show- 
ing prepayment at 99 cents per 100 pounds, which evi- 
dently the initial railway considered complete prepayment 
through to Calgary. On the other hand, the delivering 
railway never had a chance to protect itself. It received 
the shipment from the connecting line at Portal, N. D.., 
with certain charges to collect and without any knowl- 
edge whatever of the prepayment. The railway company 
notified the consignee that its grounds for refusal to pay 
undercharges were not sufficient, but, at the request of 
the consignee, they have been endeavoring ever since, 
through connecting railway lines, to collect the under- 
charge from the shippers, but without success, letters 
from the shipper showing entire indifference to the dis- 
pute, on the grounds that he produced the prepaid bill 
of lading for the shipment through to Calgary. 

“Is it the duty of the delivering railway line to force 
collection of the undercharge at the shipping point, either 
by direct action against the shipper or by action through 
its connecting lines, to the initial railway? The shipment 
moved more than two years ago. Is it now too late for 
the delivering railway company to take action against the 
connecting railway lines?’ 

The Interstate Commerce Commission, in Rule 262, 
Conference Rulings Bulletin 5, decided that it would be 
a violation of law to omit the collection of an under- 
charge, in a shipment from a point in New York to a 
point in the province of Quebec, moving on a given rate 
to Sherbrooke and a local rate beyond, even though the 
rate beyond Sherbrooke is a Canadian rate and the do- 
mestic carrier is therefore not prohibited by the act.from 
adjusting the charges on the basis of a rate quoted by it. 

Again, in Rule 16, the Commission held that, even 
though an undercharge results from an error in billing 
by the initial carrier or a connection, the delivering car- 
rier must collect the undercharge. The legal expense 
attending its efforts to collect undercharges in such cases 
would seem to be a valid claim against the carrier through 
whose fault the mistake was made. \In Rule 158, the 
Commission held that it was the duty of the delivering 
carrier to collect the lawful rates on prepaid shipments 
and to correct any errors that may have been made by 
the agents of the initial carrier in billing or in the col- 
lection by the initial carrier of the prepaid charges. In 
Rule 306, the Commission held that a demand made, 
after two years, by a delivering line of its connections to 
pay its share of an overcharge, that the statute does 
not run as between carriers. 

The conclusions to be drawn from the foregoing rules 
are that, while it is your duty to collect the undercharge, 
yet that you can force the payment from either the con- 
signor or the consignee, in your election, and can also 
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foree your connections to pay the expense of making 
such eollection, and further, that in the event the con- 
signee pays the undercharge, that he would have a good 
cause of action against the consignor, for the same, under 
contract. 

% * * 
Carrier Meeting Demands of Shippers. 


Pittsburgh.—“A carrier in this district makes a low 
commodity rate for the movement of a commodity to a 
point within’ this state and the commodity is used for 
wasting purposes. The carrier declines to furnish cars 
of a sufficient number, to move the quantity of the com- 
medity which the shippers desire to forward or dispose 
of, for the reason that they cannot secure a greater supply 
of laborers, for the purpose of unloading the number of 
cars furnished. Is this carrier acting within its legal 
rights and can it be required of them under the laws, or 
rules of the Commission, to furnish any number of cars 
asked for by the shipper?” 

It is the duty of the carrier to accommodate the needs 
and necessities of its shippers in regard to supplying 
cars, as much as possible, without undue discrimination; 
but as a practical matter it is not possible for carriers 
to furnish all shippers with just such cars as they would 
like and in such number and at such days and hours as 
would best serve the interests of shippers. The vast 
fluctuations and unforeseen developments of commerce, or 
the fault or misfortune of some one or more connecting 
lines, may occasionally bring about a condition of affairs 
in which the best managed railroad, and with the most 
ample freight equipment, is unable to move at once as 
tendered all the freight upon its line. See American 
Creosoting Works vs. Illinois Central R. R. Co., 15 I. C. 
C., 160; Riddle, Dean & Co. vs. P. & L. E. R. R. Co., 
I. C. C., 374. 

But, on the other hand, it is the duty of the carrier 
to furnish an adequate and suitable car equipment for 
all the reasonable needs of the business which it under- 
takes to do, and, with the limitations above noted, if it 
fails to do this, to the wrongful injury of the shippers, 
it is liable in damages therefor. Certainly its inability to 
secure a sufficient force of laborers for the purpose of 
unloading cars, is no good cause for refusing to meet the 
requirements of a shipper, inasmuch as the loading or 
unloading of carload freight is no part of the transporta- 
tion service which ordinarily need be performed by the 
carrier. 

a aE oo 


Duty of Carrier to Furnish Refrigeration and Ventilation 
Facilities, 


Ohio.—*‘At several points on the line of one of our 
carriers are located fruit dealers who ship less-than-car- 
load shipments of fruit to various local stations. These 
shipments come in lots from a bunch of bananas or box 
of oranges to possibly a half carload. Last winter, during 
the extreme cold weather, shippers filed a great many 
claims for fruit being frozen, and I understand that claims 
were paid. In view of the fact that it would be impos- 
sible for a carrier to furnish a refrigerator car, especially 
so if shippers had but one .box of oranges to ship, can 
the carrier be held responsible for damage by freezing?” 

Both the United States Supreme Court and the Inter- 
state Commerce Commission have held that where a 
railroad company holds itself out as a common carrier 
of perishable freight,’ it was the duty of such carrier 
to furnish proper facilities to insure the safe delivery of 
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such freight at destination. If the goods are of such 
nature as to require for their protection some other kind 
of car than that required for ordinary goods, and cars 
adapted to the necessity are known and in customary 
use by carrier, it is the duty of the carrier, where it 
aecepts goods, to provide such cars for their carriage. 
This rule seems to extend equally to less-than-carload 
lots as to carload lots, in the view taken by the case of 
Beard vs. Ry. Co., 79 Iowa, 518; Merchants Despatch Cx 
vs. Comforth, 3 Colo., 280, and a number of others from 
Illinois, Michigan,.Maine and New York. In the first- 
named case, a quantity of butter was shipped from Iowa 
to New Orleans and sent forward in a common car with- 
out ice or other protection. The court held that “the 
law required the defendant, having received the perish- 
able cargo involved in this suit, to exercise the care and 
diligence necessary to protect it; and if improved cars 
for the transportation of articles of commerce liable to 
injury from heat were in use, it was its duty to use 
such cars in carrying the butter. Having accepted the 
butter for transportation, defendant cannot escape lia 
bility for not safely transporting it.” 


Plan New M aryland Line 


Plans are said to be under way for a new railroad 
between Baltimore and Norfolk, Va., a number of wealthy 
New Yorkers being, it is reported, interested in the under- 
taking. The new line probably will enter Baltimore by 
means of a connection with the Annapolis Short Line, 
possibly at Annapolis. 

There is mo direct rail route between Baltimore and 
Norfolk, more than eight or nine hours being required 
for the trip if made by steam road. Those promoting 
this enterprise promise to bring the two cities within 
about feur hours of each other by rail, and to provide 
a quick freight service for agricultural territory in Mary- 
land and Virginia. 

The estimated cost of the road will be $4,000,00' 
It will extend from Hampton, Va., to a point near 
Yorktown, and, crossing the river there, continue up the 
Chesapeake Bay shore just east of Fredericksburg. Thence 
the line will be carried to a point about 20 miles east 
of Washington. The intention is to bridge the Potomac 
River into Maryland, from whence the route will pos- 
sibly be to a point near Annapolis. The original plan 
was to make Washington the terminus, but the financiers 
interested have about been persuaded to change their 
plans and have the road terminate in Maryland to 
escape heavy terminal charges, which would be a handi- 
eap to a new road. Between Norfolk and Hampton a 
ferry service will be established which will connect with 
the new line at Norfolk. 








FLAXSEED ADVANCES SUSPENDED. 


By order entered September 16, Investigation and 
Suspension Dockets Nos. 114, 114-A and 114-B, the Inter- 
state Commerce Commission has further suspended fron 
Sept. 28, 1912, until March 28, 1913, advances in rates 
by carriers for the transportation of fiaxseed from Mit.- 
neapolis, Minn., and other points, to Chicago, Ill., and 
other destinations, which were suspended by the Com 
mission’s orders of May 28, June 6 and June 22, 1912, in 
the same dockets. 


C. R. Murray has been appointed district passenger 
agent, Chicago & Alton Railroad Co., at Detroit, Mich., 
vice W. C. Mueller, transferred. 
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COMPLAINTS BEFORE COMMISSION 


Digest of Petitions Lodged with Interstate Commerce Board During Past Week 


No. 5214. Chattanooga Sewer Pipe 
and Fire Brick Co. vs, L. & N. 

Alleges that the rate of 24% 
cents from Murphy, Tenn., to At- 
lanta on sewer pipe is excessive 
and unreasonable. Demands a 
rate not exceeding 9 cents, the 
usual sewer pipe rate. 

No. 5215. Chattanooga Sewer Pipe 
& Firebrick Co. of Chattanooga, 
Tenn., vs. Ala. G. S.. N. O. & N. E., 
M. La. & Tex., La. Ry. & Nav. 
Co. and St. LL I. M. & S. 

Alleges excessive rate of 35c per 
100 Ibs. on firebrick from Birming- 
ham, Ala., to Lake Charles, La. 
Complainant further alleges that 
a just and reasonable rate should 
not exceed 20c per 100 ibs., and 
asks reparation. 

No. 5208. Colonial Salt Co. et al. vs. 
Illinois Central et al. 

Alleges unjust and unreasonable 
rates from Ohio and Michigan salt 
fields in comparison with the re- 
duced rates that went into effect 
from Chicago, Milwaukee and Wau- 
kegan. when the decision of the 
Commission was made requiring 
cancelation of tariffs allowing divi- 
sions with tne water lines of the 
Morton Salt Co. and the Ludington 
Co. Demands reasonable rates and 
reparation. 

No. 5213. Des Moines Poultry and 
Butter Co. vs. Chicago & North- 
western. 

Alleges unreasonable and _  dis- 
criminatory rates on butter from 
Parker, S. D., to Des Moines in 
favor of Chicago. Demands reason- 
able and non-discriminatory rates 
and reparation. 

No, 5211. Dillon Coal & Transfer Co. 
vs. Oregon Short Line and Union 
Pacific. 

Alleges unreasonable rate on coal 
from Rock Springs, Cumberland 
and North Kammerer, Wyo., to 
Dillon, Mont. Demands rate of 
$3.25 imstead of $4 and reparation. 

No. 5209. W. J. Echols & Co. et al. 
vs. Atchison, Topeka & Santa Fe 
et al. 

Alleges unreasonable rate on 
sugar from Atlantic coast refineries 
to Fort Smith, Ark. Demands rea- 
sonable rates and reparation. 








No. 5205. Gallatin Lumber Co., Boze- 
man, Mont., vs. Chicago, Burlington 
& Quincy et al. 

Alleges unreasonable rate on coal 
from Gebo, Wyo., to Bozeman. De- 
mands that rate from Gebo be made 
no higher than from Crosby, and 
reparation. 

No. 5204. Hettler, Herman H., Lum- 
ber Co., Chicago, vs. Mississippi 
Central et al. ° 

Alleges that a rate of 28 cents on 
lumber from Clyde, Miss., to Staun- 
ton, Va., stopped at Hattiesburg for 
dressing, is unjust and unreasonable 
in that it exceeds the rate to Rich- 
mond, a more distant point, of 24 
cents. Demands that Richmond 
rate be made applicable at Staun- 
ton. as it is on other articles, and 
reparation. 


No. 5203. Huiskamp Bros. Co. vs. 
Chicago & Northwestern. 

Alleges unreasonable storage 
charges on a sign shipped from 
Chicago to Newman’s Grove, Neb., 
the bill being $9.55 for storage from 
May 31, 1910, to Jan. 17, 1911; 
claims the charges should not ex- 
ceed five cents a day for the first 
month and 15 cents per month 
thereafter. Demands reparation on 
the storage charges. 


No, 5210. Koehler Produce Co. vs. 
Pennsylvania R. R. Co. et al. 
Alleges unreasonable rates on 
produce by reason of the produce 
rates from Pittsburgh westward. 
Demands reasonable rate and repa- 
ration. 


No. 5201. Leavitt Land and Lumber 
Co., Dermott, Ark., vs. St. Louis, 
Iron Mountain & Southern et al. 

Alleges that a rate of 21 cents 
on oak lumber from Dermott to 
Kansas City is unjust and unrea- 
sonable in that it exceeds 19 cents 
on oak lumber from Kansas City 
to the same destination, Dermott 
being “substantially” an intermedi- 
ate point. Demands reasonable rate 
and reparation. 


No, 5216. Merchants’ Freight Bureau 
of Little Rock, Ark., vs. Waterloo, 
Cedar Falls & Nor. Ry. Co., Wa- 
bash, C. B. & Q. and St. Louis S. 
W. et al. 





Alleges rates for the transporta- 
tion of canned goods from Iowa 
points to Little Rock and Pine 
Bluff, Ark., territory are excess- 
ive, and prays for more reason- 
able rates and reparation. 

No. 5202. Sioux City Brewing Co. vs. 
Chicago, Milwaukee & St. Paul et al 

Alleges unjust and unreasonable 
combination rates from Sioux City 
to points on the Minneapolis, St. 
Paul & Sault Ste. Marie from 
Wishek, N. D., to Pollock, S. D., by 
reason of the refusal of the defend- 
ants to route shipments via the 
nearer junctions. Demands cease 
and desist order and reparation. 


No. 5207. Topeka Traffic_ Associa- 
tion vs. Alabama & Vicksburg et al 
Alleges that the rates of 80 and 
70 cents on bananas, carloads, 
from New Orleans and Galveston, 
respectively, to Topeka are unjvst 
and unreasonable and the result 
of a combination of carriers to 
damage Topeka. Demand reason- 
able rates and reparation. 


No. 5200—Wheeler & Motter Merean- 
tile Co. et al., St. Joseph, Mo., vs. 
Atchison, Topeka & Santa Fe et al. 

Allege that the 35-cent rate on 
cotton piece goods originating east 
of the Illinois-Indiana line, between 
the Mississippi River crossings and 
St. Joseph, is unjust, unreasonable, 

unlawful and unjustly discrimina- 
tory. Demand reasonable rate and 
reparation. 

No. 5212. Wichita Business Associa- 
tion Traffic Bureau vs. St. Louis & 
San Francisco et al. 

Alleges excessive rates on 
candies and crackers from Wichita 
to Springfield, Mo. Demands rea- 
sonable rate and reparation. 

No. 5206. Yegon Bros. vs. Chicago, 
Burlington & Quincy et al. 

Alleges the rates in effeet to 
Billings prior to effective date of 
Transcontinental Freight Bureau Lo- 
cal, Joint, Import and Proportional 
Tariff No. 14-A, Countiss, agent, I. C. 
C. No. 949, and C. B. & Q. No. 10610, 
were uDbjust and unreasonable. De- 
mand reparation amounting to $1,392 
down to the basis of present rates. 








Commissioner Will Investigate 

Commissioner McChord has taken personal charge of 
the investigation of the New York, New Haven & Hart- 
ford wreck at Westport, Conn., and has thereby brought 
upon himself many expressions of approval because the 
loss of life in many of the recent accidents has ap- 
proached the horrors that marked the wrecks twenty-odd 
years ago, when heavy coaches, without vestibules, heated 
by stoves, assured great loss of life nearly every time 
important passenger 


anything happened to any of the 
trains. 





Commissioner McChord has been developing the 
safety appliance work of the Commission to the extent 
of his ability and inducing his colleagues to continue 
their recommendations to Congress in favor of legislation 
making the use of the block system, steel coaches and 
automatic train control obligatory. 

Heretofore the investigations have been made by the 
inspectors, and they were thorough, but if the Commis- 
sioner personally writes his views concerning this wreck 
the chances are that Congress will give the matter atten- 
tion, something which it has not done, except in the most 


perfunctory manner. 
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INCREASING EFFICIENCY ON THE SHORT HAUL 


It is the purpose of this department of THE TRAFFIC WORLD to describe and illustrate, when the 
subject-matter is suitable for illustration, appliances for, and methods of, handling freight in the factory 
and warehouse, in the freight station and on the platform, between the factory, the station and the ware- 


house, and between the platform and the car. The department is established with a view to suggest to 
the traffic.man, whether of an industrial concern or railway official, some of the ways in which his fellow 
official has demonstrated the value of his services and some of the means by which others, for commercial 
reasons, have sought to increase his efficiency. THE TRAFFIC WORLD will be pleased to answer inquiries 
concerning any device or method mentioned in this department, or unless requested to the contrary, put 
the inquirer in touch with those who can furnish full information. 





Equipment of Port Terminals* 





A terminal for waterborne freight does not consist 
of a pier or quay only, to or from the edge of which the 
ship’s winch can transfer freight. To satisfy the modern 
requirements of freight transference there must be co- 
ordinated with the piers, sheds correctly designed for 
high tiering, car track space and dray areas, each with 
their respective shedded platforms and the warehouses 
for long storage. These should be so located, with re- 
spect to each other, that the work at each may proceed 
without interference from the others, and not, as is often 
the custom, so arranged that there should be huddled 
together upon the dray floor the trucks, drays, cars, held- 
over freight, both outbound and inbound, and, besides this, 
all the moving operations. 

A terminal properly equipped for handling miscel- 
laneous cargoes should have mechanical) facilities for the 
rapid and economical transference between all the ele- 
ments of a terminal and between all the freight carriers 
at such a terminal, whether ocean liners, coastwise ships, 
harbor lighters, river barges, freight cars or drays. Be- 
tween all of the above elements there are the movements 
of freight from one carrier to the other, both loading and 
dischargink. All such movements should be studied by 
engineers from actual observation before any type of me- 
chanical equipment should be recommended. 

As this paper is intended to be of general applica- 
tion, it should be kept in mind that there are many 
exceptions to the general principles. As stated, the fol- 
lowing are some of the most important freight movements, 
all of which should be performed by machinery, and 
provision for any one of which should never be neglected. 

One of these is the transhipments between different 
steamships, as ocean liners and coastwise ships, canal or 
river boats. These ships are generally located at different 
piers or remote quays, and the transference is chiefly 
effected by means of lighters, which are the water drays, 
but having a carrying capacity of 400 to 600 tons, instead 
of the 2 to 4 tons of the land drays. The lighter is the 
economical means of harbor transport. It is not prac- 
ticable for a large steamship to call at different piers 
to receive or discharge portions of miscellaneous cargo. 
This is largely the lighterage service. 

The cargo from a foreign or coastwise steamship 
may be for a dozen or more different water or rail con- 
nections about a port. This cargo consists of cases, boxes, 





*An article taken from International Marine Engineering, 
by H. Mcl. Harding, consulting engineer Upper Mississippi 
River Improvement Association. 


barrels, bales or crates, and the same draft from the hatch 
often contains different marks, which must be separated 
and inspected before each can be routed for its destina 
tion. It is therefore necessary with such freight that 
it pass upon or over the pier. Provision should therefor« 
be made in the design of a pier of the jutting or pro 
jecting type, for the berthing of a number of lighters at 
the same time and the corresponding mechanical equi, 
ment. 

At the port of New York these lighters are from 80 
to’ 100 or more feet in length, and require one or two men 
When loaded they are generally towed by tugs about the 
port. The average rate for these harbor tugs is about 
$10 (£2 1s. 8d.) an hour. This may be for a lighter load 
of 600 tons. The rate of a two-horse dray averages $1 
(4s. 2d.) per hour for 2 tons. 


One approved method of berthing is for the steamship 
to be upon one side of the pier and for the lighters to 
be on the other, and also fore and aft of the ship, if there 
be any space there. While much of the outgoing package 
freight can be loaded over the ship’s side, yet not more 
than 10 per cent of the inbound freight is thus transferred 
Portions of the cargo may be for warehouses located at 
other terminals, and this transport also should be by 
lighters. In some instances as many as forty lighters 
are congregated about a single pier, and sometimes in 
three parallel lines. 


From the cursory description of lighterage the neces- 
sity for providing machinery for the movements between 
steamships and lighters is self-evident. Very wide piers 
with two rows of sheds, with cars or sheds between, 
seriously interfere with lighterage. This has been proved 
by experience and it is well known to every terminal 
agent. It is desirable to keep the pier floor as clear as 
possible for the inspection, routing and the temporary 
holding of the freight. 

Inbound freight often should be taken to the bulkhead 
shed, even to the second story, when it is to be held only 
a short time over the free storage period, and it is not 
desired to have incurred the warehouse charges. This 
is often granted as an accommodation to large shippers 
and consignees. On account of the great expense of han- 
dling, or, rather, rehandling, freight is frequently 


suffered to remain upon the pier floor, though in the 
way, and sometimes it is necessary to move it 
several times. This generally happens when the stevedore 
is selecting freight of different kinds for proper stowage. 

The next important transference is between the ves- 
sels and cars, or, rather, the car platforms, as in the 
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United States the box car is almost exclusively used for 
package freight. 

When the hand-truck was used in freight handling 
on or about the piers, to reduce the hand-trucking dis- 
tance it was deemed advisable that the-cars should. pass 
upon the piers. There was this great disadvantage in 
this that the cars occupied valuable and expensive pier 
floor space which should have been reserved for freight 
storage. It also prevented direct movements across the 
piers, Upon many of the piers at the port of New York 
such car tracks, though formerly laid, have now been 
removed, 

Another disadvantage of having the cars upon these 
projecting piers is the dividing of the pier into sections 
by depressing the tracks so as to have the pier floor and 
the car floor upon the same level. This means that the 
cars must efther themselves constitute bridges or else 
movable lifting bridges must be provided, which are un- 
wieldy and cumbersome, and must be removed during car 
shifting. Where there are two or more lines of tracks 
the condition is worse. 

If the car tracks and the pier floor are upon the same 
level, freight must be lifted about four feet when placed 
in the car or upon a movable platform in front of the 
car door. : 


It is preferable to run the tracks at right angles to 
the pier length, but close to the head of the pier upon 
the shore, the same as is the custom where there is a 
continuous quay wall similar to the track arrangement 
at many European ports. Between each parallel line of 
tracks there should be a platform which here can be 
made level with the car floor without detriment. The 
freight movement between the vessel and the thus located 
car platforms should not only receive attention, but also 
the movements between any portion of the pier floor and 
these platforms, as it often happens that cars for certain 
cities are not available, and the freight, though eventually 
for the cars, must be held upon the piers. 

The third movement is between the vessels and the 
dray areas and platforms. In many cases, especially with 
outbound freight, the drays may pass upon the piers, and 
arrangements should be made for this, but so much of 
the pier floor would have to be reserved for this purpose 
it is better wherever possible to avoid it, as being able 
to unload upon platforms instead of upon the floor is 
advisable. 


The dray area should therefore be placed to the rear 
of the car tracks. By means of a correctly designed 
system of mechanical transferring, this freight also can 
be handled economically and expeditiously. The advan- 
tage is especially marked in connection with the local 
inbound freight, which can be routed at once to these dray 
area platforms. 

The outbound freight, instead of being dropped, as 
is the custom, often 10 feet from the top of a drayload 
to the pier floor, or to minimize the breakage directed 
to strike the dray wheel in its descent, is unloaded upon 
flatboards placed upon the platforms, or may be taken 
from the dray to the vessel or to the space upon the pier 
floor near the hatch. If placed upon flatboards upon the 


platforms, the flatboards with their loads are carried to 
the vessel. 


The freight-holding capacity of a pier can be doubled 
if drays are kept off the pier floor. The inbound freight 
can be taken from the vessel-from the ship’s fall or from 
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the side of the pier to the inbound platform in the dray, 
area by one movement without interference or rehandling. ¥¢ 

From these platforms the freight can be taken by 
the drays for local destinations without interfering with 
the ship’s loading or discharging. The freight, however, 
can only be economically transported by the installation 
of long-distance hoisting and conveying machinery. 

The warehouse constitutes an essential element at 
all terminals. Inbound freight must be moved from the 
pier after being held a limited time, the rule often being 
after 48 or 72 hours. .This time limit is necessary to 
prevent congestion on the piers or on the quays. In ‘the; 
movement between the pier or the vessel and the ware- 
house it should be possible to transfer the freight “even 
to the second or third story of the warehouse. 

There are therefore at seaboard terminals six prin- 
cipal freight movements and the corresponding reverse | 
movements. A careful study of all the present methods 
of freight handling indicates most conclusively that any 
system to be successful, and to avoid expensive rehan- 
dling, must be a combination of hoisting and conveying. | 
It often happens that the lifting is equally important with | 
the conveying. This hoisting is necessary that the ma-— 
chinery may be able to elevate the loads so that they can | 
pass over intervening obstructions and serve different 
levels, and also avoid the reserving of vaiuable floor space 
for traveling. 
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Harbor improvements are exceedingly expensive, and 
to build more piers or quays which would be used for 
surface conveying hardly seems like economy, especially ; 
as the conveying by the later types of machinery can 
be overhead and without interference, practically con- 
tinuous. 

To secure anywhere near the capacity of a pier there 
should also be high tiering. Five feet is the usual average | 
height of tiering by hand. If this average can be increased 
to 15 feet, the holding capacity of a pier is tripled; and, if 
to secure this capacity little or no floor space is occupied 
in the conveying, there would be eliminated floor inter- 
ference or congestion. 

Any machinery should be able to fulfill economically [ 
and with rapidity all of the above-described freight move- 
ments between the vessel, the lighter, a remote portion 
of the pier or bulkhead, the car or dray platform and the 
warehouse. These movements should be approximately 
in circuits or loops, regardless of surface obstructions, the 
loads being conveyed without interference with each other. 

The conveying and hoisting machinery in its opera- 
tion should not be compelled to wait for the loading or 
unloading of flatboards, nets or other carriers. That 
which contains the load should be independent of the 
tractor unit, just as a locomotive is independent of the 
freight cars. 

Not only must the same machinery hoist and con- 
vey, but it should be able to distribute and assort. To 
accomplish this the consignments should be kept sep 
arated according to the marks when being hoisted and 
conveyed. 

Where desired the ship’s winches can hoist the loads 
from the hold, and place them upon the vessel’s deck 
or upon the side of the pier, the rest of the transferring 
being by means of the overhead carrier. The overhead 
hoisting and transferring mechanism can, however, per- 
form all the movements. 

That method of hoisting and conveying which seems 
to be of the most universal application is what is known 
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as transference, and consists of overhead tracks or run- 
ways, some of which are fixed and some movable. 

Suspended from these tracks is the conveying mech- 
anism. This consists of trains composed of a transfer 
tractor or electric conveyor, which draws after it a num- 
per of transfer trailers. From each of these trailers is 
suspended an electic hoist. One man in a cab controls 
the conveying and hoisting. 

Of the movable tracks, some are in the form of loops, 
and other tracks are attached to traveling cranes, and 
are connected with the sidetracks by gliding switches. By 
these tracks every cubical foot ‘of space can be served, 
either the hatches and decks of the vessels or the pier 
floor, the ear or dray-area platforms, or even the ware- 
houses. 

The loads, kept separate as to consignments, can be 
hoisted from any place on the terminal and conveyed to 
any other place by one transferring movement, loads 
following one another continuously. All of the above 
movements are effected without rehandling by manual 
labor. 

The above may be said to be the latest advance in 
terminal eargo transference. Long-distance transferring 
machinery, independent of levels, greatly simplifies the 
design of port terminals. By avoiding rehandling there is 
less breakage, greater rapidity of transference and less 
expense. Even rehandling costs at Teast 15 to 20 cents 
(744d. to 10d.) per ton for labor only. By confining the 
movements to the overhead there is not the congestion 
or interference which may be observed to be the usual 
condition at large terminals. The loads can be placed 
upon car or dray-area platforms a thousand or more feet 
from the pier as easily as upon the opposite side of the 
pier. It costs little more to transfer by such machinery 
1,000 feet than it does 500 feet, and no more to tier than 
to place upon the floor. 

By being able to transport the freight without a ma- 
terial inerease in cost to areas or warehouses at the rear 
of the piers, or even to places removed from the water- 
front, where land is economically available, means a great 
increase mm the capacity of a terminal, and far less ex- 
penditures for the port development. This one feature 
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of increased capacity would reimburse by many times 
any expenditure made for the mechanical installations. 
Besides the economies secured substituting such machin- 
ery for manual labor, there is also greater rapidity in 
loading and discharging. 

The machinery which has formerly been employed 
for handling general cargo in addition to the ship’s 
winches consisted chiefly in some form of the traveling 
gantry crane. The development of these cranes has been 
in the direction of obtaining greater range, thereby clearly 
recognizing their limitations. Their range has been within 
a radius of 50 feet from the edge of the pier and that 
opposite. the hatch which they were serving. As they are 
unable to transfer the goods “up and down” the pier, or 
to any distances within the pier shed, this work has 
generally been performed by manual labor. The relative 
proportion of costs of these two movements are 8 eents 
(11%4d.) per ton for the ship’s winch or gantry erame and 
30 cents (1s. 3d.) for the later manual labor. 

The advantages of the recent improvements im me- 
chanical transference over the present primitive methods 
therefore may be summarized: 

A reduction in terminal handling costs te at least 
one-half, and a similar saving in the time of ship detention. 

Increased storage and transferring capacity ef ter- 
minals. 

Saving in port investment. 

Better service to the shippers and consignees. 

Less losses from breakage and damage claims. 

Avoidance of labor troubles and a better utilization 
of lands for industrial and manufacturing purposes, though 
located several thousand feet to the rear of the waterfront. 

The terminals for inland navigation, especially on the 
rivers, should be of quay-wall construction or else of wood 
or concrete piles. There is often a great variation, as 
upon the Mississippi and its tributaries, between the high 
and low water levels, and this should receive consideration 
in the design of such river terminals and the kind of 
machinery to be installed. In most cases overhead run- 
ways equipped with transfer tractors and transfer trailer 
hoists above described will best fulfill the requirements, 
as by this class of hoisting machinery the height of the 
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river does not affect the transference, the difference be- E. W. Hunt has been appointed traveling freight 
tween high and low water meaning only a few feet more agent the Atchison, Topeka & Santa Fe, and C. P. 
er less of hoisting. Thomas, contracting freight agent, with headquarters in 
Detroit, 

B. Robeson has been appointed traffic manager the 
American Asphaltum & Rubber Co., with headquarters 


at 611 Harvester building, Chicago. All matters relating 
The following verses, by Ralph Arnold, emphasize _ io traffic should be addressed to him. 


the credit point. of view that the most dangerous con- 
cerns are the old, well-rated firms that “don’t grow:” 


Forty Years 
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Forty years of buying DUSTRIAL REPRESENTATIVE by young man, seven 
By the same “old man;” years’ experience with one of the largest wholesale houses. 


Forty: years of selling best references. Address C-30, The Traffic World, Chicago 
On the same old plan. 








The same old building 
In the same old lot; 
The same old shelving 
In the. same old spot. 
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On balance day. 




















Forty years of standing still; 
Forty years of restful sloth; 

Forty years of progress “nil;” 
Forty years without a growth 


Former member of jthe Department of Justice as 
‘Solicitor of Internal Revenue 
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EXPORT BUSINESS 


Most manufacturers are waking up to the fact that this is an important subject 
and are reaching out for such trade. A competent Forwarding Agent can be 
of material assistance to manufacturers. 
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Judson Freight Forwarding Co., Inc. 
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reshipping agents, custom house brokers. Bonded and 
free warehouses. 


Midland Warehouse & Transfer Co. 
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matters, to co-operate with the Inter- 
state Commeree Commission, state rail- 
road commissions and _ transportation 
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better understanding by the publi¢ and 
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the needs of the traffic world; te secure 
proper legislation where deemed necea- 
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free interchange of commerce; with the 
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mercial and transportation § interests. 
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O. F. Redd, Secy. 

The Traffic Club of Minneapolis. F. 8. 
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